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HOCH-SMITH INVESTIGATION 

The Interstate Commerce Commission, it seems to 
us, is in an exceedingly embarrassing and difficult posi- 
tion with respect to the application of western railroads 
for increased revenue and the general rate investigation 
ordered by Congress under the Hoch-Smith resolution, 
which two matters it has decided to consider jointly. 
Whether the hearings are held jointly or not, the cases 
must, of necessity, be considered jointly, so the Com- 
mission has done what it could, in this respect, to save 
time and trouble in circumstances where much time and 
trouble must be wasted, at best. 


So far as the application of western railroads for 
increased revenue is concerned, the case, broadly speak- 
ing, seems clear. The transportation act provides that 
the Commission must fix rates so that the carriers, as a 
whole or by groups, may, under honest and economical 
management, earn a net of five and three-quarters per 
cent on the valuation of their property used for trans- 
portation purposes. The western group, one of the 
groups into which the Commission, under the act, di- 
vided the carriers of the country, is not earning and has 
never earned, as a whole, five and three-quarters per 
cent on the total valuation of the roads in the group. 
Under the act, rates must be increased or readjusted so 
that the five and three-quarters per cent may be realized. 
There is no question about that. How they shall be re- 
adjusted, what rates shall be lowered and what increased, 
and to what extent and in what localities, are questions 
for the Commission to decide, unless someone arises in 
a successful attempt to show that the roads are not en- 
titled to more revenue for the reason that they are not 
honestly and economically managed. No one has seri- 
ously suggested that this be done and we do not imagine 
that anyone will suggest it or that such a suggestion 
would accomplish anything important. 


That phase of the matter, then, is comparatively 
simple, though, as is usual with any important case in- 
volving substantial rate increases, there would, even un- 
der different conditions, no doubt, be extended hearings 
and much evidence and argument. The case might be 
simplified greatly if the carriers would voluntarily adopt 
some such plan as is suggested by Mark W. Potter for 
a small increase to be pooled among those carriers not 
earning as much as five and three-quarters per cent, in 
proportion to the amounts by which they have failed to 
earn that percentage, but we understand that the west- 
ern roads, at least in so far as their traffic officials are 
concerned (with the exception of the Chicago, Milwaukee 
& St. Paul), are practically unanimous against the Potter 
plan. If that is true and no other plan that would ac- 
complish similar results is suggested and adopted, the 
Commission will have to deal with the situation created 
by the fact that, if it increases rates by any method that we 
can imagine, by any percentage whatever or on any im- 
portant commodities whatever, in order to improve the 
revenues of the carriers that need more money, it will 
be giving some other carriers more than they need and, 
hence, will encounter opposition from shippers along the 
lines of the prosperous roads, who will not see why they 
should pay advanced rates in order that roads in which 
they have no interest may earn more money. That is 
one of the unavoidable difficulties under our system of 
regulation in general and the transportation act in 
particular. 

But, comparatively simple as the western case might 
be without the Hoch-Smith resolution, that resolution 
is on the books and must be taken into consideration. 
Already its folly is having concrete illustration in the 
institution by the Commission of a specific docket under 
it, hearings in which will doubtless be held all over the 
country at great expense of time and money. Commerce 
attorneys and professional traffic experts will profit 
greatly, and that may account, in part, for some of the 
lukewarmness toward suggestions for a campaign for 
repeal of the resolution. We may say that we also shall 
profit, for a case of this sort always increases the demand 
for our publications, especially the Daily, and our spe- 
cial service department gets much business on account 
of it. We are, however, we trust, free from any sus- 
picion of lukewarmness with respect to the demand for re- 
peal of the resolution. We have been against it from the 
first and, since it was adopted, have demanded, in season and 
out of season, its repeal as foolish and even vicious leg- 
islation. Our position, however, is not entirely unselfish 
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in this respect, for we believe that, in the long run, it is 
the best kind of good business to deal fairly with one’s 
clients. Therefore, we always endeavor to speak in 
their interest (which is the public interest) even though 
the immediate case might seem to dictate a contrary 
policy, considered from the narrow point of view of 
specific revenue. The railroads, on the other hand, and 
the industrial traffic managers and bureau heads who 
would like to have a little time to work for their employ- 
ers without interruptions caused by silly investigations, 
are exceedingly annoyed. 

The Hoch-Smith resolution complicates the western 
situation by requiring the Commission, at the same time 
that it must consider the imperative need and legal right 
of the carriers of and to additional revenue, to give 
thought to reducing rates on agricultural commodities. 
The Commission’s notice of its institution of Ex Parte 
87, Revenues in Western District, shows that it appre- 
ciates that this is its task. It may or may not be im- 
pressed with the views of those who have endeavored 
to convince it that the Hoch-Smith resolution does not 
impose on it any duties with respect to rates that were 
not imposed by former laws, but it is at least intending 
to go through the motions of extended hearings under 
the resolution and it at least recognizes one duty that is 
not imposed by former laws—the duty of conducting an 
extended investigation that is not warranted in any sense 
by anything but this order of Congress. 

It is worthy of note that the alleged depression in 
agriculture, which led Congress to enact the Hoch-Smith 
resolution for the relief of the farmer, is not left to the 
Commission to determine. Congress said there was such 
a depression. It will be noted that the Commission, in 
its notice, accepts this situation and intends merely to 
inquire “what products of agriculture are affected by de- 
pression.” It might, of course, though that is not to be 
expected, find, after it had conducted its long inquiry, 
that there never was any depression in agriculture; or 
it might find that, if there was such a depression when 
Congress adopted the resolution, the depression had 
passed and the order of Congress, therefore, should not 
be obeyed because the reason for it had vanished. But 
we do not see how, on any theory short of a finding of 
this sort, the Commission can avoid preferential rate 
treatment of agricultural commodities. And, no matter 
how the learned and technical persons may argue, there 
is no doubt that, whether the Commission finds or does 
not find that present rates on agricultural commodities 
are no higher than reasonable, it can lower them if it 
wishes, with or without the Hoch-Smith resolution. If 
it believes that that is what Congress wishes done, it 
will lower them, or at least not increase them in propor- 
tion to other increases it may find necessary to make in 
the western rate case. With grain, live stock, and other 
agricultural commodities constituting such a large part 
of the traffic of the western railroads, it may be appre- 
ciated, then, what a task confronts the Commission. It 
has our sympathy and our best wishes. It can hardly 
be expected to rebuke its boss, Congress, and tell it that 
its orders are foolish and cannot be obeyed. The public 
must do that. Repeal the Hoch-Smith resolution. 
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TRAFFIC WORLD SPECIAL ARTICLES 


We are publishing this week number eleven in what 
was originally intended to be a series of twelve articles 
by Professor G. Lloyd Wilson on the subject of transit 
services and privileges. The series has been enlarged to 
thirteen articles, however, the last one to be a final sum- 
mary or drawing together in a single statement of the 
typical transit arrangements that have been mentioned 
in the series, with a justification of the references that 
have been made to the three hundred commodities to 
which transit privileges are granted, and a few words 
further about the policing of the transit arrangement by 
the Interstate Commerce Commission. 


This series will be followed by one of four articles 
on the subject of reconsignment and diversion, another 
of from eight to twelve articles on the subject of special 
services, and another of about the same length on the 
subject of terminal services, all by the same author. 
When these articles have been completed Professor Wil- 
son will have covered in our columns the field of railroad 
services with a considerable degree of adequacy and in a 
way that it has not been covered before. Of course, his 
long series on the subject of industrial traffic depart- 
ments will continue to run concurrently with the new 
articles. He will also, in the near future, contribute three 
other special articles on the subjects: “What Should 
Be Done with the Transportation Act; “What Should Be 
Done with the Motor Carriers;’ and “What Can 
Be Done by Our Merchant Marine.” 


In addition to these articles by Professor Wilson, we 
have arranged for two or three articles by Charles E. 
Parks, director of the department of railway station man- 
agement of La Salle Extension University, dealing with 
the matter of the personnel of the railroad freight traffic 
department. They will be unusual in that they will dis- 
cuss a subject on which little has been written. They 
will deal with the opportunities in the railroad freight 
traffic offices, the personal qualifications and training re- 
quired in a successful railroad freight traffic man, the 
lines of promotion, and the time usually required to 
rise to the various positions. Mr. Parks has written his 
articles after an exhaustive research. Many of the lead- 
ing traffic officers of the country have contributed their 
views. The lines of promotion and the time necessary 
to reach the various official positions have been charted 
after analyzing the biographies of about three hundred 
traffic officers. 

Mr. Parks has had experience in various railroad de- 
partments, with technical railway publications, as a rail- 
way educator, and as a writer on transportation subjects. 
He is one of the authors of the La Salle Extension Uni- 
versity course on railway station work and is a con- 
tributor of several texts to that institution’s traffic course. 
He writes interestingly and with authority. 

We take pleasure in announcing these special ar- 
ticles as a contribution to the practical carrying out of 
our theory that the traffic man should be educated in 
his business. Without doubt these articles will be valu- 
able to the beginner, but they will be almost as valuable 
to many of the old timers. 
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KANSAS CITY TERMINAL CASE 


The Traffic World Washington Burecu 


Arguments of an unusually technical character, more nearly 
devoted to law than usual in Commission cases, were made July 
10 in No. 15682, Missouri-Kansas-Texas Railroad Co. vs. Kansas 
City Terminal Railway Co. In its complaint the reorganized 
Missouri, Kansas & Texas company is endeavoring to obtain use 
of the terminals in Kansas City on a user instead of a unit 
basis, on the theory that the contract on the unit basis made by 
the old company is an executory one not binding upon the re- 
organized company unless it elects to assume the obligations of 
the contract, which it has not done. The Commission assigned 
time for discussion of the questions raised to C. S. Burg for the 
reorganized Katy; A. F. Smith, for the Kansas City Southern; 
S. W. Sawyer, for the terminal company; Kenneth F. Burgess, 
for the Burlington; T. J. Norton, for the Santa Fe; and Wallace 
T. Hughes, for the Rock Island. 

In general terms, the small railroads now using the terminal 
are seeking, as the larger roads contend, to be relieved from the 
terms of the contract made in 1909 under which the twelve 
companies useing the terminal constructed a unified facility with 
each as an equal partner in the payment of capital charges and 
taxes and the payment of maintenance and operating charges on 
a user basis calculated, in some instances, on mileage, some 
on the number of trains and in other instances on different bases. 

A phase of the subject is before the Supreme Court of the 
United States on certificate from the Circuit Court of Appeals. 
There was not full agreement among the attorneys as to the 
significance of the questions placed before the court, but Mr. 
Burg admitted that if the outcome of that litigation should be 
a determination by the court that the contract of 1909 was 
binding upon the reorganized company, then the case before the 
Commission would fall. Mr. Smith, however, did not assent to 
that proposition. He contended that the Commission had 
jurisdiction because, in its essence, the question was one of 
discrimination. As understood by some of the Commissioners 
who asked questions Mr. Smith’s proposition was that the first 
and third paragraphs of the third section applied to the relations 
between the railroads notwithstanding that there might be a 
contract. Mr. Smith said that he was not a commerce counsel, 
but that as he read the statute the prohibition against discrimi- 
nations and prejudice in that section applied to the relations 
between the railroads and that when there was disregard of the 
first and third paragraphs the jurisdiction of the Commission 
conferred by the fourth paragraph of that section came into 
operation. That fourth paragraph says that if the Commission 
finds it to be in the public interest and to be practicable with- 
out substantially impairing the ability of a carrier owning or 
entitled to the enjoyment of terminal facilities to handle its 
own business, the Commission shall have power to require the 
use of any such terminal facilities, including main line tracks 
or tracks for a reasonable distance outside of such terminal, 
of any carrier by another carrier or carriers, on such terms and 
for such compensation as the carriers affected may agree upon, 
or in the event of a failure to agree, as the Commission may 
think as just and reasonable for the use so required, to be 
ascertained on the principle controlling compensation in con- 
demnation proceedings. 


Mr. Burg said that the M. K. T. desired to come in as a new 
company on the user basis, and not upon the unit basis as 
provided in the contract made by the old company. He pointed 
out that on the unit basis the Katy would be bound to pay, as 
capital charges and interest, nearly $225,000 a year, whereas 
on the user basis the payment would amount to but $89,000. 
Mr. Smith recited data of a similar nature in respect to the 
Kansas City Southern, pointing out that it was paying $650 a 
day for the privilige, as he said, of operating four passenger 
trains into and out of the passenger terminal. 

In the course of the argument it was pointed out that the 
small companies, for a long time, had been trying to get from 
under the burden imposed by the contract, which was so much 
greater than originally estimated, because the cost, originally 
estimated at between $17,000,000 and $18,000,000, had run up, 
as small railroads asserted, to $50,000,000, and $46,000,000 as 
stated by Mr. Sawyer. 

Attorney-Examiner Barclay, in a report on the case, rec- 
ommended a finding that the interveners, that is, the small 
roads other than the Katy, were without remedy so far as the 
Commission was concerned because of the contract of 1909. 
Mr. Sawyer said that he had no fault to find with the examiner’s 
report other than that it did not take the step of recommending 
the dismissal of the complaint brought by the reorganized Katy. 
It was his idea that the reorganized company, being composed 
of the security owners of the old company, was in the position 
of the mortgagor who bought the property at his own sale; that 
is, that the sale was subject to the contract made in 1909. He 
admitted that the court having jurisdiction of the receivership 
refused to make the sale subject to the contract, which, as he 
claimed, was a decision that the contract was not as obligatory 
upon the successor company as the mortgage. 
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Mr. Burg contended that the failure to require the sale to 
be subject to the contract was equivalent to a finding that the 
contract was not binding, but that the successor company was 
free to make an offer of settlement to the general creditors, upop 
a fair and reasonable basis. 

Mr. Sawyer divided the parties in the case into five groups, 
as follows: 1. The M. K. T. 2. Kansas City Terminal Railway 
Company, respondents. 3. The small road interveners who took 
no particular part in the case other than claim that if any inter- 
vener was given different terms they should also be sharers in 
the new arrangement, and 5, the big roads which intervened on 
the side of the terminal company. In behalf of the so-called big 
users, Mr. Sawyer pointed out that they put property into what 
might be called a pool regardless of its value and took stock 
therefor in no greater share than the smaller roads who had not 
contributed such large amounts of property. He said that the 
contract was drawn with a view to avoiding any appearance of 
discrimination between the companies such as had been con- 
demned under the anti-trust law in the St. Louis Terminal Asso. 
ciation case where the proprietary roads were given shares in 
the association in proportion to their contributions. In the Kan- 
sas City terminal arrangement, he said, each road had an equal 
interest as a stockholder, and each road was represented in the 
board of directors, thereby having an equal voice with the so- 
called large users in the management of the property. 


REVENUE FREIGHT LOADING 


“Loading of revenue freight on the railroads of the United 
States the first six months this year was the greatest on record 
for any corresponding period,” says the car service division of 
the American Railway Association. “The total for the period 
from Jan. 1 this year to July 4, inclusive, was 25,162,080 cars. 
This exceeded by 306,496 cars or 1.2 per cent the previous high 
record for that period made in 1923 and by 1,219,024 cars or 5.1 
per cent of the total for the same period in last year. 

“For the week ended on July 4 alone, loading of revenue 
freight totaled 864,452 cars, an increase of 106,548 cars above the 
same week last year and an increase of 14,370 cars above the 
same week in 1923. Due to the observance of Fourth of July 
throughout the country, however, the total for that week was 
a decrease of 126,889 cars under the previous week.” 

Loading by districts the week ended July 4 and for the 
corresponding period of 1924 was reported as follows: 


Eastern district: Grain and grain products, 6,744 and 6,368; 
live stock, 2,286 and 2,529; coal, 34,796 and 28, 845; coke, 1,902 and 
1,476; forest products, 5,127 and 5,204; ore, 4.198 and 6,030; mer- 
chand ise, L. C. L., 62,426 and 56, "298: miscellaneous, 87,071 and 
71,670; total, 1925, 204, 550; 1924, 178, 410; 1923, 204, 

Allegheny district: Grain and grain ins Mast °°: 360 and 1,922; 
live stock, 1,909 and 2,063; coal, 34,132 and 29,316; coke, 4,046 and 
3,477; forest products, 2,765 and 2,869; ore, 12, 319 and 9,471; mer- 
chandise, , a 93 and 43, 724; miscellaneous, 74,596 and 
61,256; total, 1925, 180, 220; 1924, 154, 098; 1923, 191,859. 

Pocahontas district: ‘Grain and grain products, 163 and 149; 
live stock, 123 and 139; coal, 29,165 and 21,203; coke, 383 and 138; 
ee products, Roem and 1,080; ore, 67 and 56; merchandise, 
jp es A 6,1 meri miscellaneous, 3,814 and 3, 711; total, 1925, 
41, fos: ‘134° oe O94. 923, 35,830. 

Southern Gietrict: Grain and grain products, 2,795 and 3,076; 
live stock, 1,569 and 1,671; coal, 18,384 and 13,192; coke, 793 and 
664; forest , gente 32° 795 and 2F, 703; ore, 1,260 and Ry 057; mer- 
chandise, i ©. 4,784 and 32, 217; miscellaneous, 45, 471 and 
40,999; total, is25” "ies. 851; 1924, 110, 579; 1923, 113,471. 

Northwestern district: Grain ‘and grain products, 7,652 and 
7,281; live stock, 6,052 and 7,693; coal, 5,034 and 4,341; coke, 1,020 
and 499; forest products, 12 508 and 11, 144; ore, 33, 745 and 39, 527: 
merchandise, i C, 28, 423 and 25, 845; miscellaneous, 35,196 and 
27,599; total, 1925, 138, 630; 1924, 113,929; 1923, 396 

Central Western district. Grain and coal vine + 9,866 and 
11,495; live stock, 9,505 and 9,064; coal, 9,274 and 9,041; coke, 
259 and 248; forest products, 8,638 and 6,937; ore, 3,132 and 2,304; 
merchandise, C. L., 32,438 and 31,324; miscellaneous, 51,807 and 
45,823; total, 1925, 124, 919. 1924, 116, 236; "1923, 115,983. 

Southwestern district: Grain and grain products, 4,251 and 
4,426; live stock, 2,714 and 1,705; coal, 3,245 and 3,460; coke, 131 
and 185; ae products, 7,406 and 6,333: ore, 486 and 409; mer- 
chandise, cc ts 432 and 12,308; miscellaneous, 27,212 and 
23,732; Saal 1925, 67, B77; 1924, 52, 558; 1923, 51, 

Total, all roads: Grain and grain nn 33, 831 and 34,717; 
live stock, 24,158 and 24,864; coal, 134,030 and 109, 398; coke, 8,534 
and 6,687; forest products, 58, 735 and 51, 270; ore, 55, 207 and 48,844; 
merchandise, L Cc. L., 224, 790 and 207, 334; miscellaneous, 325, 167 
and 274,790; total, 1925, 864, 452; 1924, 757, 904; 1923, 850,082. 


Compared with the preceding week this year, decreases in the 
total loading of all commodities were reported in all districts 
due to the observance of the Fourth of July. All districts re- 
ported increases over the corresponding period last year while 
all reported increases over the same week two years ago except 
the Allegheny and Northwestern. 

Loading of revenue freight this year compared with the two 
previous years follows: 


1925 1924 1923 

Five weeks in January......... 4,450,993 4,294,270 4,239,379 
Four weeks in February........ 3,619,326 3,631,819 3,414,809 
Four weeks in March........... 3,694,916 3,661,922 3,662,552 
Pour wees th April, os icc cicgec 3,721,662 3,498,230 3,764,266 
Five weeks in 7. a aieee ctaleereeare ae 4,854,720 4,473,729 4,876,893 
Pour Weeks Im JURC. <6. svivseds 3,956,011 3,625,182 4,047,603 
Week ended July 4th iui aviatrar teas aC ah 864,452 757,904 850,082 

TOG ch cveenettcnewscneeeer 25,162,080 23,943,056 24,855,584 
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| Current Topics | 
| in Washington 


Remember the Farmer.—After two and a half months of 
thought on the subject, the Commission has brought forth its 
order instituting the inquiry as to how more revenue shall be 
procured for the western carriers. Obeying the most recent 
legislation, the inquiry gives lip service to the Hoch-Smith res- 
olution by being attached to the proceeding instituted under that 
resolution. No one in Washington got a thrill from the an- 
nouncement. In the summer time, in the long recess of Con- 
gress, it is easy for Washington to pretend to be thrilled over 
a bit of news that at other fimes would be ignored. Not so 
the initiation of a proceeding of inquiry under the new legisla- 
tion. Veterans in the Patent Office refer to much of their work 
as approval of the new and useless; that is to say, they know 
that most patents cover things that are new but useless. Just 
at this time their description of their own work seems to fit 
the Hoch-Smith thing as if the pattern for the garment had 
been cut by a London cutter specializing on pants, than which 
there is none better in the world. By no stretch of the imagi- 
nation could the Commission have used the favorite Wilsonian 
phrase, “thereunto enabling,” in speaking of the Hoch-Smith 
resolution. It needed nothing to enable it to institute the 
inquiry. But for the Hoch-Smith thing, it was suggested among 
those who discussed the matter, the Commission could have an- 
nounced the institution of Ex Parte 87 within a week after the 
western carriers put their petition for more money imto the 
hands of Chairman Aitchison April 29, or the day thereafter. 
In other words, the new and useless legislation delayed the case 
something more than two months. Had there been no Hoch- 
Smith legislation the case would have come up for consideration 
on its merits before the summer vacation was begun. But the 
commissioners had to consider how they should treat, with 
respect, the legislation for which no one suspects them of hav- 
ing any. They could have done all they have done without 
help from the Hoch-Smith enactment. They needed no “there- 
unto enabling.” The law before Hoch-Smith gave them all the 
power they needed or could use. But they found it so hard to 
make a gesture under the additional legislation that they took 
two months to discuss how they should do it and, after they 
got through considering, they did no more than they would have 
had to do had they forgotten there was such new and useless 
legislation on the books. However, the two months may not 
have been wasted. It has been suggested that, in the two 
months, the discussion has served to bring into high relief the 
fact that, when Congress adopted the resolution, it had nothing 
definite to say in plain language. There is hardly one who will 
contend that Congress did not intend to convey the idea that it 
had commanded the Commission to give the farmer rates that 
would be a preference for the products of agriculture. But Con- 
gress did not say that. It may be admitted that it did say, “give 
the farmer a preference if you can do so lawfully,” believing, 
perhaps, that the Commission would not undertake to give a 
preference. There is no reason for believing that the few well 
informed men in Congress do not know that the substance of 
the legislation is of no more potency than a command to re- 
member the farmer—just as if the farmer, for years, has not 
had able hired men who have been saying that to the Commis- 
sion, in one form or another, just as other classes of citizens 
have had hired men to admonish the Commission to remember 
them, in such orders as it felt constrained to issue. Of course, 
it is true that Congress may command the Commission, while 
the able hired men referred to only ask. 





Furniture Bows to the Fourth Section.—Furniture rates from 
southern factories to northern and eastern destinations will go 
up in about thirty days to the end, among other things, that 
the fourth section may be obeyed. Rates the Nashville manu- 
facturers have been paying, in a broad sense, will become the 
measure of the new rates. The latter will clear the rates Nash- 
ville has been paying, in many instances. It is not altogether 
accurate to say that the Nahsville rates will become the meas- 
ure because some of the rates Nashville has been paying will 
come down a little. For particulars, consult the Commission’s 
report in I. and S. No. 2276, reported elsewhere in this issue. 
The southern carriers said the Commission’s order in the 
Standard Furniture case did no more than precipitate a revision 
they had started to make in 1917, the completion of which was 
prevented by the war and government control of railroads. They 
did not, however, say what they might have—namely, that that 
revision was brought into being by the general fourth section 
order requiring them to bring their rates into consonance with 
the fourth section. It is a view held by many who doubt, if 
they do not deny, the wisdom of the fourth section that, but 
for the fact that the insistence by the advocates of a rigid fourth 
section came about the time the need of the carriers for more 
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revenue became urgent, a great body of sentiment would have 
been built up against it if the carriers had dared propose gen- 
eral increases so as to bring their rates into conformity with 
that part of the statute. Had not the need for revenue inter- 
vened, it is believed, the Mississippi Valley would have resisted 
putting its rates on a dry land basis with greater vigor than 
it showed and that, if the Commission had been forced into 
requiring a dry land basis, the valley’s opposition would have 
made itself felt in Congress. However, the railroads have 
needed every cent on which they could lay their hands in recent 
years, wherefore resistance to increases based on respect for 
the fourth section, it is suggested, has not been as strenuous as 
it might otherwise have been. 





All Land Equally Valuable.—Keen-sighted advocates of the 
fourth section believe that, in the end, observance of that part 
of the law will tend to equalize land values. Since the begin- 
ning of civilization, land near a waterway has been more highly 
prized than land away from it, even if the farther-away land 
has been more fertile. Under the fourth section, the circuitous 
route becomes the rate-making route. In the course of time, 
unless greater utilization of water routes, not controlled by the 
Commission, comes back, land far away from the waterways 
will become just as valuable as land on the water—perhaps 
more so, for industrial purposes, because it will not be subject 
to floods. If a manufacturer can get just as favorable rates at a 
point far in the interior, then why, it might be asked, should 
he think of paying the higher prices for land near the water- 
ways? It will take years, if not generations, to get human be- 
ings to believe the land in the interior is as valuable as that 
near the water, but complete abandonment of navigation will 
bring about a gradual rise of interior land values and a gradual 
decline of values in cities and places near the waterways. In 
the last fifty years, it is believed, river cities, such as Pittsburgh, 
Cincinnati, Louisville, and St. Louis, have not grown as fast 
as the cities on the ocean and on the Great Lakes, as New York, 
Buffalo, Cleveland, Detroit and Chicago. Perhaps the lake cities 
would not have grown as fast as they have had not iron ore 
been found, apparently in inexhaustible bodies, in the upper 
lake region. The fact, however, is that they grew fast, par- 
ticularly in the period when there was intense competition on 
the lakes, between the water lines of the different railroads and 
between them and independent carriers. At any rate, it is be- 
lieved, there are enough facts about the fourth section, naviga- 
tion, and the growth of American cities to give a thoughtful man 
something to think about—as soon as the predicted but not real- 
ized cold summer has cooled off a bit and the thinking apparatus 
is not busy devising some way for remaining comfortable other 
than taking off the flesh and sitting in one’s bones. 





A Congress of Metternichs.—This week’s testimany in the 
eastern advanced rate case has been of a character to remind 
one of Metternich, the dominant figure at the Congress of 
Vienna in 1815 and from that time to 1848, when the frevolu- 
tionists chased him from Vienna to London. He was the most 
prominent modern believer in the value of the things that had 
been. Buffalo and Pittsburgh, as in days gone by, have eyed 
each other jealously in this case, each hoping to obtain an ad- 
vantage over the other in the laundering of the trunk line rate 
structure that Commissioner Eastman and Examiner Hosmer 
have been superintending. Each has suggested something that 
would help it some, but each, like a base-runner, has talked 
about going to a different base, yet all the time has had an 
arm out to grasp a place of safety in the event the washing 
did not seem favorable. “Yes, give us so and so,” in substance 
says each, “but, if you can’t do that, let us keep the McGraham 
formula.” Metternich never had any doubt about the value of 
things as they were before Napoleon mussed up the multitude 
of kinglets, princelings, kings, and emperors. In_ that 
respect, Buffalo and Pittsburgh have differed somewhat from 
him. Their problem differs from his in that nothing has yet 
been mussed up. Had he been in a commanding position when 
the French cyclone started and the question put to him whether 
he would like something different somewhat from that which 
he had, he probably would have suggested changes with a 
proviso that, if France could not give him what he desired, he 
would like to hold to that which he had. The French came 
in and mussed him up. Neither he nor his imperial master 
liked the effect, so, by means of the Holy Alliance and the 
Quadruple Alliance, he proposed to restore things as they had 
been. He liked his McGraham formula and he wanted it back. 
For a long time he swung things backward but the cyclone 
came again in 1848 and Metternich fled to London, James Monroe 
being among those who said “thumbs down” on the Holy Alli- 
ance thing, and reaction in general. 





Death of Commission’s First Clerk.—Edward Lawrence Pugh, 
69 years old, first clerk on the Commission’s roll, died of heart 
disease, July 13, as he was leaving the Commission building. 
His passing has served to remind even comparatively young men 
of the great change that has taken place in Washington in 
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twenty-five years. It has also stirred into activity those who 
delight in digging up “firsts” in the history of any country, place, 
or organization. The change in Washington has been one of 
atmosphere and views toward government service. In those 
days the atmosphere was distinctly southern. Pugh’s father, 
at the time of the young man’s appointment, was a senator from 
Alabama. So great has been the change in Washington since 
then that one would not expect the son of a United States sen- 
ator to take a place as a clerk in the government service. In 
those days, however, government employment was not only well 
paid but it was something of a social distinction. Now it is 
hard for the government to get clerks and harder to keep those 
who have an aptitude for other kinds of employment. Thirty 
years ago the native Washingtonian, when asked about a certain 
man, was apt to say: “Oh, he’s got a good place with the govern- 
ment; he gets $100 a month,” with the emphasis on the amount. 
Pugh, appointed April 12, 1887, was the second employee. Buf- 
ford A. Lynch, also an Alabamian, was the first, his employment 
being that of messenger. Lynch was not, as might be imagined, 
a negro, but a white man who afterward became a newspaper 
man, if he was not dabbling in that kind of work at the time. 
In those days, or, perhaps, a little earlier, it was not uncommon 
for newspaper men to be appointed messengers, blacksmiths, 
and laborers, especially at the capitol, it being understood that 
they were to draw pay but not do any real work for the govern- 
ment. The thing became a scandal, so the men who made their 
living by doing real newspaper work demanded and obtained 
a committee composed of themselves, to pass on admissions to 
the capitol press galleries. They wanted to keep stenographers 
and others not really reporters, in the news sense, out. They 
also organized a dining club, with membership limited, as to 
numbers to forty, then slightly in excess of the number of real, 
working newspaper men doing correspondence work at the 
capitol. Soon after the committee to supervise admissions to the 
press galleries was appointed, Speaker J. Warren Keifer, of 
Ohio, decided he would put a colored stenographer into the 
gallery notwithstanding that he was not admissible under the 
rules. That precipitated a fight between him and Gen. Henry 
V. Boynton. Both were civil war veterans from Ohio. Boynton 
and his associates drove Keifer out of public life and kept him 
out for twenty-four years, until about Spanish War days. Then 
_ the two old generals, with General Joseph Wheeler, a Con- 
federate veteran, were put back into the military service. The 
two Ohio generals resumed outwardly friendly relations, but 
each seemed to be carrying a brick in the hand he was not using 
for handshaking purposes, prepared to resume their war over 
the question whether a stenographer, white or black, was entitled 
to admittance to galleries reserved for “members of the press.” 


A. E. H. 


CAR REPAIR INDUSTRY PLEA 


The Traffic World Washington Bureau 

Seventeen companies engaged in the freight car repair indus- 
try have field with the Commission a “communication” discussing 
the effect on that industry of the Commission’s decisions in cases 
in which the costs of repairs to locomotives and cars in other 
than railroad shops were investigated. The companies said their 
industry represented an investment of approximately forty mil- 
lion dollars, exclusive of facilities provided for the building of 
new equipment. 

Referring to the Commission’s inquiry into the cost of loco- 
motive and car repairs and decisions issued therein, the com- 
panies said these decisions commented upon relatively small 
contracts for car repairs performed by companies not representa- 
tive of or normally a part of the established industry, contracts 
neither as to size or conditions representative of the usual fac- 
tors in contract work and not analyzed by the Commission on 
“any proper basis for comparison.” 

“And yet the decisions in this case as a whole, on account of 
the stressing of unimportant particulars, the omission without 
comment of the important instances, and the announcement of 
arbitrary accounting principles in connection with the car and 
locomotive repair work as a whole, have had the effect of a 
judgment upon the car repair industry at large, all of which, it 
appears, should in justice to this industry be corrected, in so far 
as it is possible,” the companies said. 

The point was emphasized in the communication that the 
main business of railroad companies was transportation, which 
was a special occupation requiring special training, and was, in 
its fundamentals, as foreign to manufacturing as the latter was 
to transportation. Independent manufacture has provided sub- 
stantially all the improvements in railway equipment and such 
improvements can best continue only under independent manu- 
facture, the companies said. 

“Independent manufacturing concerns operate under com- 
petitive conditions,” the companies continued. “Railroad shops 
have no spur of competition, but have a substantial monopoly of 
a railroad’s work if it chooses to confine its work to them. Com- 
petition is the only effective cost reducer in the present state of 
human nature. That in addition to stifling competition as be- 
tween shops, any attempt to confine work to railroad shops stifles 
competition as between groups of labor, that is, it tends to also 
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give one labor interest a monopoly of that work which likewise 
tends to defeat any aspirations toward efficiency and economy, 
That furthering this inability of transportation organizations to 
successfully operate a foreign business under non-competitive 
conditions, is the fact that the railroad accounts cannot in their 
nature show and do not show proper manufacturing costs and 
are not therefore a useful factor in controlling manufacturing 
costs.” 

The manufacturers criticized a declaration which they said 
the Commission made to the effect that railroad overhead cost 
could be entirely disregarded in such an investigation because 
the railroad facilities were available for use and the railroad 
had not shown any saving in overhead expense due to the outside 
contracting of the work. They said that, “based upon this mis. 
taken impression as to efficiency, many railroads are being en- 
couraged to needlessly build and expand shop facilities, all of 
which is unfairly injurious to the independent car repair indus. 
try and is likely to be increasingly harmful as this uneconomic 
expansion of railroad facilities proceeds.” 

It was further declared that the Commission, being the “vir. 
tual paymaster of the railroads, its opinions in matters of rail- 
road operating policy are of tremendous weight and influence, 
irrespective of any question of the Commission’s jurisdiction in 
such matters. Such influence on the operating policies of the 
railroads is possible of effects far-reaching enough to eventually 
destroy the established and reputable business for which we 
speak. This business is restricted by law in the protective meas- 
ures which it can adopt as within its own borders. It does not 
seem reasonable to assume that the law contemplated its being 
held at the mercy of any governmental influence which tends to 
the diversion of its business and the stagnation and exhaustion 
of its activities. Based upon uneconomic grounds, as we believe, 
such pressure upon the car repair business results in a condition 
not distinguishable in its fundamentals from a case where the 
laws against unfair competition would restrict all but one of a 
group of competitors. That the absorption of private and mis- 
cellaneous activities by a public corporation is not consistent 
with American principles, being more the course of communism 
than of democracy. That such policy of absorption of all inci- 
dental activities by quasi-public corporations is the fostering of 
communistic principles in only a lesser degree.” 

The manufacturers “respectfully submit that perpetuation of 
the policies sponsored by the Commission in these decisions 
would encourage without limit the duplication of existing facil- 
ities, would call for the needless raising of large sums of addi- 
tional capital for that purpose, would destroy millions of dollars 
of commercial investment made in the best of faith, would de- 
prive the railroads of their constitutional right to contract, 
would usurp for the Commission authority in labor matters, 
would deprive the railroads of strong competitive protection and 
force them to exclusively patronize what amounts to a monop- 
olistic market, and eventually would develop the railroad indus- 
try into a labyrinth of trades and manufactures no single one of 
which would live upon its own merits, no one of which would 
ever assume responsibility for any inefficiency or collapse of the 
whole, and all of which if permitted in one combination would be 
an alarming threat to free institutions, whether or not these 


railroads eventually remain private property or become public 
property.” 


The industry asked that it have notice in the future of cases | 


affecting it and the opportunity to intervene therein. It asked 


the Commission to take appropriate action to correct the situa- 
tion referred to. 


“Above all,” it continued, “we ask that the Commission 
promptly provide for the carriers under its jurisdiction a system 
of accounting which will currently and scientifically develop true 


costs for each primary or incidental activity in which they may 
engage.” 


A call for information from the railroads as to contracts for 
repairs in shops other than their own was issued by the Com- 
mission in the form of an order July 15. The order was dated 
July 6. The order follows: 


The subject of common carriers by railroad causing certain of 
their locomotives, cars, and other equipment used in the service of 
transportation to be repaired or rebuilt at construction or repair 
shops, other than their own, at costs exceeding the cost of similar 
repairs in their own shops, being under consideration: 

It is ordered, That all common carriers by steam railway of Class 
I, subject to the interstate commerce act, be, and they are hereby, 
directed to file with the Secretary of the Interstate Commerce Com- 
mission within thirty (30) days from the date hereof, copies of any or 
all contracts or agreements, now in effect, entered into by any such 
common carrier with any construction or repair shops, other than 
their own, for the repair or rebuilding of any locomotive, car or other 
equipment used by any such common carrier in the service of trans- 
portation, and, hereafter, to file within ten (10) days after execution 
copies of any and all like contracts or agreements hereafter made. 

It is further ordered, That copies of this order be served on each 


common carrier by steam railway of Class I subject to the interstate 
commerce act. 


ROCK ISLAND BOND ISSUE 
The Chicago, Rock Island & Pacific has been authorized to 
procure authentication and delivery of not exceeding $450,000 of 


first and refunding mortgage gold bonds, to be held subject to 
the further order of the Commission. 
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i. int Ronee 
RATES ON ANTHRACITE COAL 


A finding that rates on anthracite coal from Pennsylvania 
mine regions to Staten Island, N. Y., were, are and will be un- 
reasonable and unduly prejudicial, a prescription of reasonable 
and nonprejudicial rates for the future and an award of repara- 
tion have been made by the Commission in a mimeographed re- 
port in No. 15012, Richmond County Coal Merchants’ Associa- 
tion et al. vs. Baltimore & Ohio et al. 

Complainants, who deal in coal on Staten Island, alleged 
that the assailed rates were unreasonable, unjustly discrimina- 
tory and unduly prejudicial to the extent that they exceeded the 
rates contemporaneously maintained on the same commodity to 
points in northern New Jersey. 

Discussing the geographical relation of Staten Island to ad- 
jacent northern New Jersey, the Commission said: 


Staten Island lies east of that portion of New Jersey extending 
substantially from Elizabethport to Perth Amboy, and south of 
Newark Bay and that part of New Jersey lying between Newark 
Bay and New York Bay. It is separated from New Jersey by_the 
comparatively narrow bodies of water comprising the Kill von Kull, 
Arthur Kill and Staten Island Sound. The southern half of Brook- 
lyn lies east of the Island across the Narrows and lower New York 
bay. Bayonne, N. J., hereinafter mentioned, lies just across the 
Kill von Kull, north from Port Richmond, Staten Island. It will 
thus appear that Staten Island bears a close physical relation to 
the adjacent northern New Jersey and New York territory, and it 
follows that it should have rates on anthracite that are properly 
related to the rates on this commodity to that territory. 


The report said that direct all-rail service was afforded Staten 
Island by the Staten Island Rapid Transit Railway. The stations 
on the Transit are divided into two groups, the stations along the 
north shore of the island being designated as Group 1, and the 
stations south of Clifton, Grasmere to Tottenville, inclusive, be- 
ing designated as Group 2. Higher rates apply to Group 2 points 
than to Group 1 points. Complainants contended that, geograph- 
ically, Staten Island was a part of northern New Jersey, and also 
sought abolition of the grouping on the island and the applica- 
tion of the same rates to all points. The Commission said the 
present group arrangement had existed since 1896 and that on 
the present record it did not feel warranted in abolishing entirely 
the Staten Island groups. It said the record did not, however, 
justify “any such a spread as 26 cents (the present spread) for 
an approximate average increased distance of only 11 miles.” 
The finding as to the rates follows: 


We find that the rates assailed were, are, and for the future 
will be via the respective lines, unreasonable, and, except via the 
Pennsylvania (as to which no movement to northern New Jersey was 
shown), unduly prejudicial to Staten Island to the undue preference 
of northern New Jersey, to the extent that they exceeded, exceed 
or may exceed, to Group 1, those contemporaneously maintained via 
the respective lines to northern New Jersey, and to Group 2, rates 
exceeding those found reasonable to Group 1 by more than 14.5 
cents per ton of 2,240 pounds prior to July 1, 1922, and 13 cents on 
and after that date, except that via the Pennsylvania the _ rates 
to Group 2 were, are, and for the future will be unreasonable to 
the extent that they exceeded, exceed, or may exceed the rates 
found reasonable to Group 1 by more than 11 cents per ton of 2,240 
pounds prior to July 1, 1922, and 10 cents on and after that date. 
No damage by reason of the undue prejudice found to exist has been 


shown. 

The Commission found that certain complainants were enti- 
tled to reparation but that the record was indefinite as to other 
complainants. It suggested the filing of statements under rule 


V of the rules of practice. The order for the future is effective 
September 1. 


GRAIN INCREASES APPROVED 


In a miemographed report on I. and S. No. 2398, Grain and 
Grain Products from Argo and Blue Island, Ill., to eastern and 
Canadian points via rail-and-lake, the Commission has found justi- 
fied the proposed restriction of proportional rail-and-lake rates 
on grain and grain products in carloads from Argo, Ill., and three 
other stations in the Chicago switching district to eastern and 
Canadian destinations via Milwaukee. It has vacated the order 
of suspension and discontinued the proceeding. 

The suspended schedules proposed to restrict the application 
of proportional and reshipping rates on grain and grain products 
from Argo and Blue Island, Ill., and North Hammond and Robey, 
Ind., to Boston, to destinations taking Boston rates, and to desti- 
nations in eastern Canada, applicable over the Chicago & North 
Western and Chicago, Milwaukee & St. Paul through Milwaukee, 
and thence over the route of the Canada Atlantic Company so as 
to apply only from industries at the four stations named. 

Upon protest of the Southwestern Millers’ League the sched- 
ules were suspended. The persons interested, the report said, 
Were millers in interior Kansas on the Missouri Pacific west of 
Kansas City who mill, in transit, grain originating at points still 
farther west on the line of that carrier. The effect of the pro- 
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posed restrictions would be to make applicable to the described 
rail-and-water traffic through Milwaukee the combination on St. 
Louis, which is 2 cents higher than the existing basis through 
Argo and the three other stations. The carriers were not 
satisfied with the amount of revenue they received from the 
rates for the haul from Chicago to Milwaukee. The Commission 
said that that was not a sufficient justification for depriving a 
shipper of an existing rate basis, but that in the instant case the 
enforced maintenance of existing schedules would serve to per- 
petuate an unintended situation. Apparently inequitable to the 
Chicago-Milwaukee rail lines and the C. A. T. lines, and unduly 
advantageous to the carrier, which apparently should make the 
concession necessary to enable the interior Kansas millers to 
do business on an equality with their competitors. The Com- 
mission said that if, under the proposed basis the protesting 
millers should be unduly prejudiced by inability to reach Mil- 
waukee on the Chicago basis of rates, they had an appropriate 
remedy. 


TIN PLATE RATES ORDERED 


The Commission, in No. 14171, Borden Company vs. Ann 
Arbor et al., opinion No. 10439, 100 I. C. C. 153-8, written by 
Commissioner Campbell, has found joint rates on tin plate, car- 
loads, from McKeesport, Pa., Yorkville, O., and Cumberland, 
Md., to New London, Wis., unreasonable, ordered new rates to 
be established not later than October 9, and denied reparation. 


The complainant, manufacturing evaporated milk at New 
London, alleged the rates charged from the three points of origin 
mentioned since August 26, 1920, to the extent that they ex- 
ceeded the aggregate of intermediate, were unreasonable, un- 
duly prejudicial, and in violation of the fourth section. The 
Commission was asked to prescribe reasonable and non-prejudi- 
cial rates and award reparation on all shipments made since 
August 26. The rates imposed were 55.5 cents from McKees- 
port and Yorkville, effective August 26, 1920; 58.5 cents from 
both points, effective February 15, 1921; 52.5 cents, effective 
July 1, 1922, and 54 cents since July 15, 1922. Prior to February 
15, 1921, there were no joint rates from Yorkville, the Com- 
mission said, and combination rates applied. The joint rates 
from Cumberland were 2 cents higher than from McKeesport, 
effective August 26, 1920, and 1.5 cents higher, effective July 
15, 1922. On shipments originating on the Pennsylvania the 
aggregates of intermediates via both Manitowoc and Kewaunee, 
Wis., were higher than the corresponding aggregates from Mc- 
Keesport and Yorkville by the amount of a 2-cent arbitrary 
which Cumberland took over the Pittsburgh district rate. 


After reciting decisions made by it, in respect to situations 
involving aggregates of the intermediates, the Commission said 
the rates from McKeesport and Yorkville were in violation of the 
aggregate of intermediates clause of the fourth section, and 
were prima facie unreasonable. The Commission said the de- 
fendants submitted evidence to rebut the presumption of un- 
reasonableness. It came to conclusion that the evidence did 
not indicate that the application of the combination based on 
the ports on the across-lake routes resulted in unreasonably low 
charges on these shipments. It said the maintenance of joint 
rates higher than the rates which would apply if the joint rates 
were canceled had not been justified upon this record. It said 
the evidence did not warrant a finding of undue prejudice. 


As to reparation the Commission said it was clear that as to 
shipments from Cumberland complainant did not pay or bear 
freight charges based on the rates found unreasonable and was 
not entitled to reparation. On the shipments from McKeesport 
and Yorkville, it said, that while it might be said that the con- 
signee paid an invoice price which reflected freight charges based 
on the Pittsburgh rate the fact that those points took the same 
rate as Pittsburgh was but a coincidence. It said the evidence 
fell short of proving that complainant under contracts introduced 
in evidence paid or bore as such the freight charges assessed 
under the particular rates herein found unreasonable. It said it 
was clear that if the joint rates found unreasonable had not been 
in effect, complainant’s invoices would still have reflected the 
rate from Pittsburgh as was actually the case and not the rates 
from the points of origin. 

The specific finding was that the joint rates were not and 
are not unduly prejudicial but that they were and are unreason- 
able to the extent that they exceeded or exceed (1) on all ship- 
ments via Manitowoc, 57.5 and 51.5 cents, respectively, prior to 
and on and after July 1, 1922, from McKeesport and Yorkville 
and 59.5 and 53.5 cents, respectively, prior to and on and after 
July 1, 1922, from Cumberland; and (2) on all shipments via Ke- 
waunee 57 and 51 cents, respectively, prior to and on and after 
July 1, 1922, from McKeesport and Yorkville, and 59 and 53 cents, 
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respectively, prior to and on and after July 1, 1922, from Cum- 
berland. 

Commissioner Hall, concurring in part, disagreed with his 
colleagues on the finding that the joint rates were or are or will 
be unreasonable. He agreed on all other matters. He said that 
aside from the fact of their excess over the aggregates which 
would have applied if they had not been in effect, a fact insuf- 
ficient in itself to support a finding of unreasonableness, the ma- 
jority seemed to reach their conclusion in this respect chiefly, 
if not entirely, through consideration of certain averages drawn 
from exhibits of record. He said the complaint should have been 
dismissed. 

Commissioner McManamy, dissenting in part, said that to 
the extent reparation was denied on shipments bought f. o. b. 
point of origin because they were also bought under the Pitts- 
burgh-plus plan, he disagreed with the conclusion of the majority. 
He said the report stated some of the sales contracts contained 
the term “f. o. b. origin,’ and that the purpose of this provision 
in the contracts was to insure prompt payment for the goods and 
place upon the purchaser all transportation risks. He said that 
under this contract ownership passed to the consignee when the 
goods were loaded in the car at point of origin. He said that no 
one other than the owner was interested in their movement. It 
was a misconception of the meaning and the purpose of the term 
“f. o. b. origin” to hold under such circumstances that the con- 
signee did not pay or bear the freight charges simply because 
goods were sold on the Pittsburgh-plus basis. That basis, he 
said, after all was simply a means of equalizing prices as be- 
tween the different plants operated by the producer was solely 
for its benefit and ought not to be permitted to work to the dis- 
advantage of the consumer. 


SINGLE LINE RATES ORDERED 


In a report on further hearing in I. and S. No. 1563, live stock 
to, from and between points in the Southeast, mimeographed, 
written by Commissioner Esch, the Commission ordered the 
Southern Railway System, the Atlanta & West Point and West- 
ern Railway of Alabama, and the Illinois Central and Yazoo & 
Mississippi Valley to apply single-line live stock rates agreed 
upon in the original report in this proceeding, 74 I. C. C. 419, to 
be applied on the rails of the three systems mentioned, not later 
than August 31. 


This is the third report in the case. After the original re- 
port was made, the one in which the Commission authorized the 
establishment of rates in accordance with distance scales agreed 
upon in conferences between carriers and shippers, informal 
complaints were made that the combinations of carriers herein- 
before indicated were using joint-line instead of single-line 
scales. The case was reopened. In the second report, 91 I. C. C. 
292, the Commission said it was of opinion and found that rates 
based upon the agreed single-line distance scales should be ap- 
plied over two or more lines under the same management and 
control as defined in Blackshear Mfg. Co. vs. A. C. L., 87 I. C. 
C. 654, 664; and that the three systems were, respectively, under 
the same management and control. No order was issued but 
the statement was made that the Commission expected the car- 
riers to publish rates in accordance with those findings. 


Respondents did not comply with the findings. The South- 
ern and affiliated lines petitioned for a further hearing. The case 
was reopened for further hearing on the question of the reason- 
ableness of the joint line rates under the agreed distance scales 
for application over lines under a common management and 
control, including those found to be such under such a manage- 
ment and control in the report on further hearing, 91 I. C. C. 292, 
and to determine whether any other lines of the respondents 
were under a common management and control. The Commis- 
sion said that after the case had been assigned for further hear- 
ing, the Southern railway system advised it by letter that it did 
not question the reasonableness of either the single or joint line 
distance scales for the purposes of this case; that it did not de- 
sire to introduce any additional evidence regarding the relation- 
ships between the lines comprising its system, and that it did 
not seem necessary to hold any further hearing on the question 
of whether the single or joint line scales should be applied over 
its lines. The Louisville & Nashville, it said, was the only re- 
spondent represented at the further hearing and that no evi- 
dence was introduced by anyone. 


The real issue, the Commission said, was the reasonableness 
of the rates established, after the original report, by lines under 
a common management and control as defined in the Blackshear 
case, supra. It said that on that point the evidence at the orig- 
inal hearing was voluminous. In prescribing scales of distance 
rates for single and joint line hauls, the Commission said it had 
almost invariably required lines under a common management 
and control to apply the single-line rates. Such decisions, it said, 
were based on the fact that such management and control re- 
sulted in certain benefits of operation, and in its opinion that 
the single-line rates would be reasonable for application over 
such lines. No reason, it said, was apparent for departing from 


those precedents, and hence the order to establish single-line 
rates. 
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HOCH-SMITH AND FRUIT RATES 


The Commission has dismissed No. 15137, California Grow. 
ers’ & Shippers’ Protective League vs. Southern Pacific et al,, 
opinion No. 10436, 100 I. C. C. 79-109, finding rates on fresh de. 
ciduous fruits, other than apples, in carloads, from California 
points to eastern transcontinental groups, not unreasonable or 
unduly prejudicial. The report, written by Commissioner Mc. 
Manamy, gives considerable attention to the mandate of the 
Hoch-Smith resolution, so much so in fact that the report may 
be considered as the most important deliverance on the subject 
up to this time. The report says the record shows affirmatively 
that the deciduous fruits here under consideration are moving 
freely under the present rates and that the volume of move. 
ment has increased greatly in recent years. The finding, the 
report said, was without prejudice to any conclusion that might 
be reached upon the later and more comprehensive record con- 
cerning the relation of railroad rates to agriculture which was 


expected to be developed in Docket No. 17000, the Hoch-Smith 
investigation. 


The complaint alleged that the rates on fresh deciduous 
fruits, other than apples, were unreasonable and that they were 
unduly prejudicial as compared with rates on apples and by 
comparison with the level of rates on other commodities in 
general, in violation of the first and third sections. The report 
discusses the case under the following heads: Description of 
the traffic, history of the rates, rate comparison, general level 
of rates, relation of rates to prices, economic needs of the indus- 
try, financial condition of the carriers, cost of service, evidence 
of eastern grape growers and the allegation of undue prejudice. 
The conclusions announced in the report are as follows: 


The development of complainant’s case in its essentials may be 
outlined as follows: 

1. The basic character of the deciduous fruit industry in Cali- 
fornia, and its economic condition, are shown. It is alleged that the 
rates in effect are higher than the traffic will bear, and that they 
constitute an undue proportion of the market values of the fruit. 

Complainant alleges that by reason of the lengthened train 
schedules the service now given in the movement of this fruit is 
relatively less expensive to the carriers and less valuable to the ship- 
pers than during the pre-war period. 

3. Average loadings of these deciduous fruits have increased. 

__ 4. The movement occurs during the season when operating con- 
ditions are most favorable. 

5. The traffic moves in great volume. 

6. Since June 24, 1918, the rates assailed have been increased in 
greater proportion than transcontinental rates on certain other com- 
modities moving in large volume. 

7. The rates assailed are compared with transcontinental rates 
on other perishable commodities. 

8. Evidence concerning the carriers’ financial condition, and re- 
ductions in operating costs since 1920, is introduced. 

9. It is urged that a rate of $1.44 to the groups to which a rate 
of $1.73 now applies will be amply compensatory. 

S. J. Res. 107, generally referred to as the Hoch-Smith Resolution, 
approved January 30, 1925, provides that cases then pending before us 
involving rates on products of agriculture should be decided in accord- 
ance therewith. In making changes in the rate structure in order to 
correct rates which are unjust, unreasonable, unjustly discriminatory, 
or unduly prejudicial, we are enjoined by the terms of the resolution 
to give due regard, among other factors, to— 

1. The conditions which prevail in the several industries of the 
country, in so far as it is legally possible to do so, to the end that 
commodities may freely move. 

2. The general and comparative levels in market value of the 
various classes and kinds of commodities as indicated over a reason- 
able period of years. 

A natural and proper development of the country as a whole. 

4. The maintenance of an adequate system of transportation. 

We are particularly directed to effect with the least practicable 
delay such lawful changes in the rate structure as will promote the 
freedom of movement of agricultural products affected by depression 
at the lowest possible lawful rates compatible with the maintenance 
of adequate transportation service. 

We have given consideration to the matters mentioned in the 
resolution. 

_The record in this case shows affirmatively that the deciduous 
fruits here under consideration are moving freely under the present 
rates, and that the volume of movement has increased greatly during 
recent years. Complainant’s prediction that unless lower rates are 
secured there will be a substantial reduction in tonnage may not be 
realized. The prediction is based upon the unfavorable financial 
return to the producers at the time of the hearing, and for a period 
prior thereto. But this record does not justify the conclusion either 
that this condition is likely to continue or that it is due in great part 
to the rate structure. It is suggested in the record that the unfavor- 
able financial resuls are chargeable in large measure to over-produc- 
tion, to inability of the eastern market to absorb the supply. If this is 
so, economic laws, and not the rate adjustment, will sooner or later 
bring about a reduction in the movement,. and such reduction would 
be desirable. The record herein does not show the comparative levels 


in market value of the various commodities over a reasonable period of 
years. 


Complainant’s showing with respect to the percentage increase in 
the rates on this traffic over the rates in effect immediately prior to 
the general increase of June 25, 1918, is to be viewed in the light of 
the fact that a few years prior to 1918 the rates were made uniform 
by reductions to the lowest rate, $1.15. The reductions to points east 
of Chicago were from rates as high as $1.50. 

The relationship of the general level of the rates on other traffic 
to the level prior to June 25, 1918, which was affected by water com- 
petition or other conditions different from those relating to the rates 
assailed, is not entitled to controlling weight in the determination of 
reasonable rates on the traffic under consideration. While the op- 
erating returns of the principal carriers of this traffic have shown 
considerable improvement in the last few years, the record does not 
indicate that as a whole they are yet earning as much as 5.75 per 
cent. The volume of the movement and the remarkable increase 
therein tend to indicate that the rates are reasonable rather than 
unreasonable. 


The destination blanke tunder the $1.73 rate is of extreme length 
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and in previous cases doubt has been expressed as to the propriety 
of such large blankets. Complainant, however, has not expressed 
any dissatisfaction with that method of making the rates, and the 
case has been presented upon the question of the reasonableness of 
the rates as a whole. It was stated at the argument herein that 
there was no desire on the part of the parties that the blanket ad- 
justment be disturbed. In California Citrus League vs. Director Gen- 
eral (58 I. C. C., 373, 396), where a similar blanket rate on oranges was 
in issue, the examiner proposed to break up the blanket, both com- 
plainant and defendants asked that the blanket adjustment be con- 
tinued, and it was not disturbed. Complainant here also appears to 
jook with disfavor upon an increase in minimum carload weights. It 
js said that table grapes, which are shipped in a special package, can 
not be loaded’ much above the present minimum. The record does 
not justify differentiation in respect of minimum weights and rates 
between og grapes and other grapes, or between grapes differ- 
tls packed. 

"7 The rates to Groups D to J appear rather high in comparison 
with the rates on fresh vegetables, melons, and cantaloupes, and the 
class C rates, but the $1.73 rate may Be lower than would otherwise 
be justified to the farther-distant groups because it is blanketed to 
all the groups except J. Apparently complainant is principally in- 
terested in the rates to Groups A to D, inclusive. Considering the 
rates assailed as a whole, it does no€ appear that they are unreason- 
able. On the other hand, the comparisons with the rates from the 
Northwest and other producing sections indicate that the rates in 
issue are reasonable. 

We find that the rates assailed as a whole are not unreasonable or 
unduly prejudicial as alleged. This firding is without prejudice 
to any conclusion which may be reached upon the later and more 
comprehensive record concerning the relation of railroad_ rates to 
agriculture wich is expected to be developed in Docket No. 17000. 


SUGAR CASE DISMISSED 


The Commission has dismissed No. 16514, J. D. and A. B. 
Spreckels Securities Company, doing business as Western Sugar 
Refinery, vs. Southern Pacific et al., mimeographed, on a finding 
that a combination rate of $1.615 on one carload of sugar, from 
San Francisco to Leadville, shipped in January, 1922, was not 
unreasonable or unduly prejudicial. The car was routed by the 
complainant “S. P. Co.-U. P.-C. & S.” A rate of 96 cents was 
applicable over other and shorter routes. The defendants, on 
the informal docket, asked permission to refund, but that was 
denied. It was explained that the bill of lading containing the 
routing was presented to a new employe of the railroads and 
accepted by him without explaining to the shipper that it was 
not the cheapest route. The shipper said it did not discover 
that the route specified was not the cheapest until too late to 
divert the car at Denver. 

The Commission said it was clear the complainant elected to 
route the shipment and that no duty rested upon it to route the 
shipment. Had the shipment been tendered unrouted, it said, 
it would have gone forward over the route carrying the lowest 
rate. On that point the Commission further said: 


Complainant relieved defendants of that duty by routing the ship- 
ment. The exact reason, if there was any, for routing the shipment 
as shown in the bill of lading is not disclosed. The agreed state- 
ment of facts indicates that complainant freely admits its own error 
in specifying the particular route under consideration, but wishes 
to charge the initial carrier with negligence for failure to point out 
at the time of shipment that the higher rate was applicable over that 
route. The law requires carriers to publish and post tariffs on the 
theory that they will be informative. There is no contention that 
the rates or routes between the points of origin and destination 
were published by defendants in an ambiguous manner, nor was any 
false information given to complainant by defendants. We have 
frequently found that a shipper is chargeable with knowledge of the 
tariff rates. In this instance the facts indicate that complainant 
was a frequent shipper of carloads of sugar in western territory and 
it appears that the alleged error of complainant was attributable 
to its own carelessness rather than to the negligence of the initial 
carrier, 


FURNITURE REVISION APPROVED 


The Commission has approved, with directions to make it 
more extensive, a revision of furniture rates, in I. and S. No. 
2276, furniture from southern points to Trunk Line and New 
England territories, opinion No. 10438, 100 I. C. C. 127-51, to be 
made effective by August 2. if possible. The report also covers 
No. 13934, Standard Furniture Co. vs. Nashville, Chattanooga & 
St. Louis et al. and parts of fourth section applications Nos. 
458, 1952 and 3912. Specifically the Commission found justified 
a revision of rates on furniture, including chairs and mattresses, 
in carloads and less than carloads, and of the carload minima 
thereon, moving from southern manufacturing points to Trunk 
Line and New England territories. In fourth section order No. 
9155, based on application No. 458 of the Nashville, Chattanooga 
& St. Louis, and No. 1952, of the Louisville & Nashville, the 
Commission denied, as of August 1, authority to continue rates 
from Chattanooga to New York, Philadelphia, Boston and other 
eastern points lower than those contemporaneously in effect 
from Nashville and intermédiate points. That order vacates 
and sets aside fourth section order No. 8940, entered in con- 
nection with the original report in No. 13934, Standard Furniture 
Co. vs. Nashville, Chattanooga & St. Louis, 91 I. C. C. 27. The 
report in connection with that case, reopened in connection with 
the I. and S. proceeding, was affirmed. 

_ This revision is the outcome of the formal docket case men- 
tioned. The suspended schedules were filed in purported com- 
Pliance therewith. In that formal docket case the Commission 
found the rates on bedrooom furniture, carloads and less than 
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carloads from Nashville to destinations in New Hampshire, 
Vermont, Massachusetts, New York, New Jersey, Pennsylvania, 
Delaware, Maryland and Virginia not unreasonable but unduly 
prejudicial to complainant and unduly preferential of its com- 
petitors at Chattanooga to the extent that the percentage rela- 
tionship of the rates on bedroom furniture, in carloads, based 
upon a minimum of 16,000 pounds, and in less than carloads, to 
the first class rates from Nashville exceeded the percentage 
relationship of the contemporaneous rates on bedroom furniture, 
in carloads, based upon a minimum of 16,000, and in less than 
carloads, to the contemporaneous first class rates from Chatta- 
nooga. : 

In purported compliance with that finding, said the report, 
written by Commissioner Hall, the carriers filed the suspended 
schedules, effective December 1, 1924, and later days, proposing 
a general revision of all-rail and rail-and-water rates on all 
kinds of furniture, including chairs and mattresses, carloads and 
less than carloads, from practically all southern manufacturing 
points to Trunk Line and New England territories, including 
Virginia Cities, and from certain manufacturing points to Buf- 
falo-Pittsburgh territory. Upon complainant’s petition, in which 
other southern interests joined, the formal case was reopened 
for further hearings. The parties, Mr. Hall said, agreed that 
the formal docket case should be heard and disposed of as part 
of the investigation and suspension docket case. 

Respondents recognized, Mr. Hall said, that the report in 
the formal docket case related only to bedroom furniture, but 
explained that bedroom furniture from southern manufacturing 
points to the east took the same rates as mixed furniture, which 
constituted the bulk of the furniture movement from and to the 
points concerned. They pointed out that rates from Chatta- 
nooga were made in relation to those from Atlanta and from 
High Point and points taking the same rates. They asserted 
that if the undue prejudice against Nashville found in the formal 
case were removed by increasing the rates from Chattanooga, 
it would merely shift the undue prejudice to the latter point in 
preference of Atlanta and High Point. On the other hand, re- 
duction of the Nashville rates to the Chattanooga basis, related 
to the Ohio river crossings, would have transferred the undue 
prejudice to the Ohio crossings. 

To avoid trundling that undue prejudice around they under- 
took the general revision. Broadly speaking, they pivoted their 
revision on the high point of Nashville rates. They denied the 
finding in the formal docket case did more than precipitate the 
action under consideration in this case. They said they long 
ago realized that furniture rates from southern manufacturing 
points to eastern destinations were abnormally low and would 
have to be increased sharply. They started the revision in 1917 
after the Commission’s decision in the fifteen per cent case, but 
before it was completed the railroads were taken under federal 
control and nothing could be completed. 


Rates from the southern furniture manufacturing points, the 
southern roads asserted, were made low initially with a view 
to enabling the manufacturers in that part of the country to 
reach the big markets in central and eastern territories. On 
account of the higher percentage increases in the north and east 
than in the south, the relationship that used to exist between 
southern manufacturing points on the one hand and those in 
the north and east, was broken. Originally, it was said, the rates 
from the south were more nearly on the basis of those from 
central territory than on the basis of rates in the east, but the 
varying percentage increases threw that relationship out of line. 

The Louisville & Nashville and Nashville, Chattanooga & 
St. Louis routes from the competing Tennessee manufacturing 
points, via Louisville, brought about the fourth section depar- 
tures. Short-line distances from Nashville to the east are 
greater than from Louisville, 189 miles to the north. As to the 
basis proposed, the report said: 


Carload commodity rates, applicable to furniture rated second, 
third or fourth class in southern classification, are therefore pro- 
posed from Nashville which will just clear the second-class rates from 
Louisville; and less-than-carload commodity rates, applicable to fur- 
niture in less than carloads rated first class or lower in southern 
classification, are proposed which will just clear the highest class 
rates on like articles from Louisville, except that the proposed less- 
than-carload rates will also apply to cotton mattresses which take 
rates higher than first class from Louisville. The proposed com- 
modity rates from Chattanooga bear the same percentage relation- 
ship to the corresponding first-class rates as the proposed commodity 
rates from Nashville bear to the first-class rates from Nashville. The 
haufS from Atlanta to the East are only slightly longer than from 
Chattanooga, and therefore the revised rates from Chattanooga are 
proposed also from Atlanta and points contiguous to Chattanooga 
and Atlanta. Rates made with relation to the latter are proposed 
from High Point and other stations in the Virginia-Carolina group. 
From smaller groups between the Virginia-Carolina and Atlanta- 
Chattanooga groups rates made with relation to those from the 
larger groups are proposed. 


New England furniture interests, Mr. Hall said, supported 
the proposed revision, saying it was a step in the right direction, 
but that if taken it would still leave them at a disadvantage 
because their rates southbound would be higher than the rates 
northbound. To illustrate their point they called attention to 
the fact that while the rate from High Point, N. C., to Boston 
would be increased from 79.5 cents to 96 cents the correspond- 
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ing southbound rates would continue to be 115 cents; from High 
Point to New York the rate would go up from 74 to 93 cents, 
but the southbound rate would continue at 108 cents; from High 
Point to Baltimore it would go up from 68 to 89 cents, but south- 
bound the rate would remain at 100 cents. They insisted there 
were no transportation conditions warranting lower northbound 
than southbound rates. 

Protestants contended, Mr. Hall said, against any increase, 
holding that if the revision were found justified, as to furniture, 
because of the comparative rate levels, the same conclusions 
would have to follow as to many other important manufactured 
articles, thus affecting virtually the entire inter-territorial com- 


modity rate structure. In disposing of the case the Commission 
said: 


We find upon this record that the proposed schedules have been 
justified. They fail, however, to provide for the application to 
Buffalo-Pittsburgh territory of the proposed rates from Atlanta to 
Pittsburgh and Buffalo proper. The present rates from Atlanta 
apply to points generally in Buffalo-Pittsburgh territory, and this 
is also true of the present and proposed rates from the Virginia- 
Carolina group. No reason appears why the proposed rates from 
Atlanta should be restricted to apply only to Pittsburgh and Buffalo 
proper, and respondents will be expected to effect application of the 
proposed rates from Atlanta to Buffalo-Pittsburgh territory in sea- 
son to take effect at the same time as the suspended schedules. An 


order will be entered vacating our order of suspension and discon- 
tinuing this proceeding. 


Our findings in No. 13934 are affirmed. 

In our original report in No. 13934 we denied fourth-section relief 
on bedroom furniture covered by the above-described applications 
and accordingly entered fourth-section order No. 8940. It now ap- 
pears that application No. 3912 was disposed of in its entirety by our 
fourth-section order No. 8680, entered in connection with a separate 
proceeding and granting the relief sought. 

The relief here sought in the portions above described of fourth- 
section applications Nos. 458 and 1952 will be denied. An appro- 


priate order will be entered which will specifically vacate fourth- 
section order No. 8940 


SIDING LOCATION CASE 


The Commission has dismissed No. 16246, Eastman Kodak 
Company vs. Director-General, mimeographed, on a finding that 
the rate charged on many carloads of sand and gravel from 
Scottsville, N. Y., to Kodak Park Siding (Rochester), in Novem- 
ber and December, 1919, was applicable. A rate of 80 cents per 

et ton was imposed. The complaint was drawn to allege viola- 
ion of the first and sixth sections, the former more than a year 
after the end of federal control and therefore barred, the report 
said. Only the allegation that the sixth section was disregarded 
was considered. The complainant contended that a rate of 70 
cents was applicable. That contention was based, it appeared, 
the report said, primarily on the fact that Rochester was shown 
in the tariff index as a destination and that therefore any point 
within Rochester switching limits was entitled to the rate under 
the Rochester index number. The Commission said that that 
interpretation was illogical, for if the rate under an index num- 
ber applied to any station in Rochester no useful purpose would 
be served by enumerating specific stations. Kent Street was one 
of the specific stations named under the index and its was 
claimed that Kodak Park Siding was in the Kent Street territory. 
The Commission said that the tariffs of the New York Central 
showed that siding was in group E switching territory, while the 
Kent Street station was shown as in group A. It said that that 
was also clearly indicated in Appendix No. 1 to Rochester 
Switching Case, 95 I. C. C. 30, 51. 


SCRAP IRON REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 16121, J. E. Davis, operating as West End 
Scrap Iron & Metal Company vs. Chicago, St. Paul, Minneapolis 
& Omaha, as to a class D rate of 12.5 cents, applied on eight car- 
loads of scrap-iron, shipped from Barksdale, Wis., to Duluth, 
Minn., between November, 1922 and May, 1923. Violation of the 
first four sections was alleged. The Commission found it unrea- 
sonable to the extent it exceeded 9.5 cents. 


SCRAP IRON MISROUTED 


The Commission, in a report on No. 16129, S. Rudolph & Co. 
vs. Pennsylvania et al., found the rate imposed on 16 carloads of 
scrap iron, shipped between March and May, 1923, from the 37th 
Street Station, New York, to Bethlehem, Pa., not unreasonable, 
unjustly discriminatory or unduly prejudicial, as alleged. It 
found, however, that the Pennsylvania had forwarded the matt- 
rial reclaimed from a dismantled coal trestle on its line, over a 
route composed of its own rails and those of the Lehigh Valley, 
that carried a rate of $4.54, while there was a combination via 
another junction that made a through charge of only $4.16. The 
bill of lading specified Pennsylvania and Lehigh Valley routing 
but did not designate the junction. The cars were routed via 
Matuchen and took that combination while the Phillipsburg com- 
bination was lower. It awarded reparation to the basis of the 
lower combination. 


ENVELOPE BLANKS CASE 


An order of dismissal has been made in No. 16151, American 
Lithographic Company vs. Lehigh Valley, mimeographed, the 
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Commission finding the rates on paper envelope blanks, in sheets, 
printed or lithographed, or paper wrappers, printed or litho- 
graphed, from New York to Buffalo not unreasonable or other. 
wise unlawful. The rates were alleged to be unjust, unreason- 
able, unjustly discriminatory and unduly prejudicial. The 
printed or lithographed blanks are sent to Buffalo to be made 
into envelopes which are then reshipped to New York. The 
rates on the blanks are higher than on the finished product, the 
blanks taking rates applicable to printed matter not otherwise 
indexed by name. The Commission said nothing was submitted 
other than the fact that the blanks paid higher rates than the 
finished product. The Commission said that if an exception were 
made in favor of blanks of that kind it would open up an endless 
field for complaint from the manufacturers of all kinds of printed 
matter, adding that it would be practically impossible to dis- 
tinguish between the different grades of commodities that came 


under the designation “printed matter” for the purpose of fixing 
specific rates on each. 


RATES ON LIQUID ASPHALT 


A finding that the complainant is entitled to reparation on 
account of unreasonable rates on liquid asphalt, in tank-car 
loads, from Port Neches, Tex., to Morrillton, Conway and Galla, 
Ark., has been made by the Commission in a mimeographed 
report in No. 16054, Texas Company vs. Kansas City Southern 
et al. Eighteen shipments, moving in,the period between Sep- 
tember 1 and December 1, 1921, were involved. Charges were 
collected on seven cars at a joint commodity rate of 44 cents 
and charges were assessed on the same basis on the remaining 
shipments, but were as yet not-collected, the report said. The 
Commission found that the rates assailed were unreasonable to 
the extent they exceeded 27 cents. Commissioner Woodlock, 
dissenting, said in his opinion a finding that a rate lower than 
388 cents was reasonable was not justified by the record and was 


in sharp conflict with Deas Co. vs. K. C. S. Ry. Co., 92 I. C. C. 
256. 





REPARATION ON PRINTING PRESS 


An order of reparation has been entered by the Commission 
in No. 16057, Weldon, Williams and Lick vs. Erie et al., mimeo- 
graphed, on a finding that a carload shipment consisting of a 
printing press, forwarded from Paterson, N. J., to Fort Smith, 
Ark., was misrouted. The shipment moved over the Erie, the 
initial carrier, to Ohio City, O., Toledo, St. Louis & Western to 
St. Louis, M. K. & T. to Crowder, and Fort Smith & Western 
to Fort Smith. A combination rate of $1.565 was applicable 
over the route of movement. Over a route via Richmond, Va., 
to St. Louis, and thence via the same route that the shipment 
moved, a combination rate of $1.26 applied. Defendants con- 
tended in effect that the route via Richmond was an unnatural 
one, but the Commission held to the contrary, saying that the 


shipper was entitled to have the shipment move over the 
cheapest route. 


INCREASES FOUND JUSTIFIED 


A finding of justification has been made in I. and S. No. 
2376, lumber from and to Iowa points, as to proposed increased 
rates from and to points in Iowa for interstate application on 
carload shipments of butternut, cherry, holly, mahogany and 
walnut lumber, and articles made therefrom. The Commission 
said the maximum increases resulting from the suspended sched- 
ules would be 5 cents per hundred pounds when applied on local 
interstate traffic. The Commission said the proposed schedules 
would not affect rates from Iowa to destinations in central ter- 
ritory, but would result in increases ranging from 2 to 4.5 cents 
in rates from Iowa to destinations in Trunk Line territory. The 
suspension order has. been vacated and set aside. 


RATE ON WET WOOD PULP 


In a mimeographed report in No. 16098, United Paperboard 
Company vs. Greenwich & Johnsonville Railway Company et al., 
the Commission has found that the rate of 35.5 cents charged on 
six carloads of wet wood pulp shipped between February 5 and 
April 7, 1921, from Thomson, N. Y., to Whippany, N. J., was un- 
reasonable to the extent that it exceeded 28.5 cents, and that the 
reasonable rate on and after June 1, 1922, was, is and will be 
25.5 cents. The rate for the future must be established on or 
before September 1. The Commission found that complainant 


was entitled to reparation in the sum of $341.91, with interest 
from April 19, 1921. 


SOUTHWESTERN GRAIN RATES 


The Commission, in a mimeographed report written by Com- 
missioner McChord, on No. 12244, Corporation Commission of 
Oklahoma et al. vs. Abilene & Southern et al., and cases joined 
therewith for hearing and disposition, has found rates on grain, 
grain products, hay and straw and related articles taking the 
same rates or rates basing thereon, from Oklahoma to Texas 
unreasonable, and the relationship between such rates and the 
rates applying between points in Texas on like commodities un- 
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duly prejudicial to Oklahoma and shippers therefrom and unduly 
preferential of Texas and shippers therein. It has prescribed 
rates to apply from Oklahoma to Texas to be made effective not 
later than October 12. 

It has found rates on grain and grain products from points 
in the Panhandle of Texas and eastern New Mexico to Kansas 
City unreasonable, and the relationship between the rates from 
the panhandle and the rates on the like commodities from the 
same points of origin to Shreveport, La., and points in Texas 
unduly prejudicial to Kansas City and unduly preferential of 
Shreveport and points in Texas. It has prescribed rates from 
the panhandle and eastern New Mexico to Kansas City effective 
on the day aforementioned. 

Action with regard to the intrastate rates in Texas and the 
interstate rates from the panhandle to Shreveport and between 
points in Texas has been withheld pending action by the Rail- 
road Commission of Texas relative to the former. In other 
words, the Texas commission is to be given the opportunity to 
remove the undue prejudice against Oklahoma shippers and 
unjust discrimination against interstate commerce by bringing 
the Texas intrastate rates into harmony with the interstate rates 
prescribed by the Commission from Oklahoma into Texas, and 
from the panhandle and eastern New Mexico to Kansas City. 

A still further finding. is that rates on grain, grain products, 
hay and starw, and related articles taking the same rates, or 
rates basing thereon between Oklahoma on the one hand, and 
Kansas and Missouri, on the other, are unreasonable. Reason- 
able rates have been prescribed. The Commission has also con- 
demned as unreasonable a minimum weight of 20,000 pounds on 
prairie hay in cars under 36 feet in length from points in north- 
eastern Oklahoma to Group A points in Texas. It has found 
that minimum unreasonable to the extent it exceeds 18,000 
pounds. 

This report also covers No. 13406, Corporation Commission 
of Oklahoma vs. Arkansas Railroad et al.; No. 13518, Federal 
Grain Company et al. vs. Atchison, Topeka & Santa Fe et al.; 
No. 14927, Oklahoma Millers’ Association vs. Atchison, Topeka 
& Santa Fe et al.; No. 14321, Adkins Hay & Feed Co. et al. vs. 
Atchison, Topeka & Santa Fe, and fourth section applications 
Nos. 671 and 12291. Former reports were made in the leading 
case in 69 I. C. C. 207, and No. 13406, in 80 I. C. C. 607. These 
cases were made the subject of proposed reports by examiners, 
but the conclusions of the Commission differ somewhat from 
those recommended by the examiners. In the original report 
in No. 12244 the Commission found the rates unreasonable, un- 
duly prejudicial to shippers in Oklahoma and unduly prefer- 
ential of shippers in Texas and endeavored to cure that condi- 
tion, so far as was practicable, upon the then existing record 
by prescribing new rates from Oklahoma to Texas without dis- 
turbing, Mr. McChord said, the Texas intrastate rates. While 
the leading case was pending the other complaints were filed. 
After rates purporting to comply with the order in No. 12244 
had been established, the Oklahoma interests complained that 
the new rates did not entirely remove the prejudice against 
Oklahoma, and that some of them did not comply with the order. 
It was accordingly decided to reopen Nos. 12244 and 13518 and 
hold further hearings. It was upon that further hearing on the 
leading cases and the others joined therewith that this report 
was made. 


In the original report the Commission found that transporta- 
tion conditions from Oklahoma to Texas were not substantially 
different from transportation conditions within Texas common 
point territory, and Commissioner McChord in this report said 
that the record in this case substantiated that finding. The 
Commission, in this report, dealt with the cases separately ex- 
cept as to Nos. 12244 and 14927, and made the following findings: 

In Nos. 12244 and 14927, it said: 


We are of the opinion and find (1) that the rates on grain, 
grain products, hay and straw, and articles taking the same rates 
or rates related thereto, in carloads, from points in Oklahoma to 
points in Texas common-point territory on and east of the line of 
the Santa Fe system extending from Higgins through Amarillo, Tex., 
to Lubbock, Tex., and to points on the Spearman branch of the 
Santa Fe are, and for the future will be, unreasonable to the extent 
that they exceed, or may exceed, rates made by applying the scales 
set forth in section A of the appendix hereto to the distances, com- 
puted in the manner hereinafter indicated, between the respective 
points of origin in Oklahoma and points of destination in Texas, 
except that rates from points on the Rock Island, Texhoma to Tyrone, 
Okla., inclusive, should be made by adding 3 cents to the rates ulti- 
mately established from Amarillo to Texas points; (2) that rates 
on the same commodities, in carloads, from Oklahoma to points in 
that section of the Texas Panhandle west of the above-mentioned 
line of the Santa Fe system extending from Higgins to Lubbock, ex- 
cept points on the Spearman branch of the Santa Fe are, and for the 
future will be, unreasonable to the extent that they exceed, or may 
exceed, the rates herein prescribed to Amarillo by more than (a) 
one cent to points on the Fort Worth & Denver City west of Ama- 
rillo to and including Dalhart, Tex., on the Rock Island west of 
Amarillo, and on the Santa Fe west of Canyon, and (b) two cents 
to points on the Fort Worth & Denver City west of Dalhart and 
on the Rock Island Stevens, Tex., to Bravo, Tex., inclusive, excepting 
Dalhart; (3) that rates on the same commodities, in carloads, from 
Oklahoma to that portion of Texas differential territory not herein 
otherwise pro ided for are, and for the future will be, unreasonable 
to the extent that they exceed, or may exceed, rates made by adding 
to the scales prescribed to common-point territory the scales of 
differentials set forth in section B of the appendix hereto, such dif- 
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ferentials to be applied only to the mileage within differential ter- 
ritory; (4) that the present relationship between the interstate rates 
on the above commodities, in carloads, from Oklahoma to Texas 
and the intrastate rates applying within Texas on the same com- 
modities is, and for the future will be, unduly prejudicial to Okla- 
homa and shippers therefrom and unduly preferential of Texas and 
shippers therein; (5) that the line of the Rock Island east of Ama- 
rillo in Texas shall be considered as within common-point territory 
within the meaning of all of the foregoing findings. The question 
of the relationship between rates on flour and on wheat from Okla- 
homa to Texas is disposed of in connection with No. 12244, and 
the record in No. 14927 is not sufficiently developed to justify find- 
ings with regard to rates on flour between the other states covered 
by the latter complaint. No. 14927 will therefore be dismissed. 


In No. 13406 it said: 


We aré of opinion and find that the rates on grain, grain prod- 
ucts, hay and straw, and articles taking the same rates or rates 
basing thereon, between Oklahoma, on the one hand, and Kansas 
and Missouri, on the other hand, are, and for the future will be, 
unreasonable to the extent that they exceed, or may exceed, rates 
made by applying the scales set forth in section A of the appendix 
to this report to the short-route distances between respective points 
of origin and destination as hereinafter defined. Nothing here said 
should be construed as authority to increase any existing rates from 
Oklahoma to Kansas or Missouri where lower than the maximum 
scale here prescribed. 


The finding in No. 13518 is as follows: 


We are of opinion and find that the rates on grain and grain 
products, in carloads, from the Panhandle of Texas to Kansas City, 
are, and for the future will be, unreasonable to the extent that 
they exceed, or may exceed, rates made by applying the scales 
set forth in section A of the appendix hereto to the distances be- 
tween the respective points of origin and Kansas City, computed 
in the manner hereinafter provided; that rates on the same com- 
modities, in carloads, from eastern New Mexico to Kansas City 
are, and for the future will be, unreasonable to the extent that they 
exceed, or may exceed, rates constructed by adding to the scales 
herein found reasonable from the Panhandle to Kansas City, the 
scale of differentials set forth in section B of the appendix hereto, 
such differentials to be applied only to the mileage within New 
Mexico. 

We are further of opinion that the existing relationship be- 
tween the rates on grain and grain products from the Panhandle 
of Texas to Kansas City and the rates on the same commodities from 
the same points of origin to points in Texas and to Shreveport, La., 
is, and for the future will be, unduly prejudicial to Kansas City 
and unduly preferential of Shreveport and points in Texas. The 
record is incomplete in its presentation of the relationship between 
the rates from eastern New Mexico to Kansas City and those ap- 
plying from the same points of origin to Texas, and Shreveport, but 
it would appear that any undue prejudice against Kansas City or 
preference of Texas points or Shreveport produced by the existing 
relationship of these rates will be removed by the new basis herein 
prescribed to Kansas City. We shall not, therefore, on this record 
order any changes in the existing rates from eastern New Mexico 
to Texas or Shreveport. 


We have made no findings as to what rates should be estab- 
lished between points in Texas, or from the Panhandle of Texas 
to Shreveport, to remove the undue prejudice against Oklahoma and 
Kansas City that exists and will continue to exist if the Texas in- 
trastate rates, or the rates from the Panhandle to Shreveport, are 
continued on their present basis. However, these cases shave been 
handled jointly with the railroad commission of Texas, before which 
body there is now pending an application for an adjustment of the 
intrastate rates within Texas. Joint héarings were held and the is- 
sues have been the subject of conferences with the Texas commis- 
sion subsequent to the hearings and argument. We shall therefore 
leave to the railroad commission of Texas such action as may be 
necessary to remove the prejudice and preference herein_ found to 
exist by reason of the present intrastate rates in Texas. Such basis 
of rates as is ultimately prescribed for application between points in 
Texas should be applied between Texas points and Shreveport. 


The finding in No. 14321 relates to the 20,000 minimum in 
cars less than 36 feet in length, and the finding is as herein- 
before set forth. 


As to fourth section relief, the Commission said the rail- 
roads would be authorized to establish and maintain via all 
routes between points covered by the report the lowest rates 
prescribed herein as maximum rates via any route between the 
said points and to maintain higher rates from, to and between 
intermediate points provided that the rates from, to and be- 
tween intermediate points should not exceed the respective 
scales and should in no case exceed the lowest combination, and 
provided further that the relief authorized should not apply (1) 
where the distance over the short line route was 500 miles or 
less and the longer line or route was more than 70 per cent 
circuitous; where the distance over the short line or route ex- 
ceeded 500 miles but not 1,000 miles, and the longer route was 
more than 50 per cent circuitous, except that in instances where 
the short line or route exceeded 500 miles and the longer line 
did not exceed 850 miles, relief would apply to such longer 
route, although the latter was more than 50 per cent circui- 
tous; and (3) where the distance over the short route ex- 
ceeded 1,000 miles and the longer route was more than 33% 
per cent circuitous, except that in instances where the short 
line exceeded 1,000 miles, and the longer line or route did not 
exceed 1,500 miles, relief would apply to such longer line, al- 
though the latter was more than 33% per cent circuitous. 

The Commission noted the fact that the Hoch-Smith resolu- 
tion was adopted in January, and that it said any investigation 
resulting from the resolution should not be permitted to delay 
the decision of pending cases. Therefore, it said, the conclu- 
sions in these cases were without prejudice to any further 








130 | THE TRAFFIC 


changes which might result from the further investigation in 
docket No. 17000. 

Commissioner Campbell, concurring, said the report was a 
step in the right direction, but that he did not believe that un- 
just discrimination against interstate commerce and undue pref- 
erence of Texas intrastate shippers would be fully removed until 
the same basis and level of rates had been applied both state 
and interstate. He said he was authorized to say that Com- 
missioners Eastman and McManamy concurred in that expres- 
sion. 

Commissioner Hall, dissenting in part, said that with much 
that had been done he was in accord. The report, he said, was 
remedial in intent and, to a large extent, in effect. To his 
mind the interstate scale prescribed was too low even though 
it was an extension of the existing scale in Arkansas. Carriers, 
he said, could not render adequate service without adequate 
revenue, adding that that was “‘a fact somewhat forgotten.” 

His second of two objections, both of which were in addition 
to one stated by Commissioner Lewis was a matter of law, 
based on the fact that delegated power could not again be dele- 
gated. He said he had no doubt the Texas commission would 
act wisely, and that the results in this instance might prove 
all that could be desired. But he said they might not be all 
that could be desired. 

“The Oklahoma commission has a right under the federal 
law as construed by the Supreme Court, and under the law of 
Oklahoma,” said Mr. Hall, “to come to us for a determination 
of this controversy. My firm belief that state and federal trib- 
unals should co-operate to the fullest extent lawfully possible 
for the one and the other is fortified and permeated by a like 
conviction that neither a state nor a federal tribunal can dis- 
regard the law of its being or in co-operative endeavor to go 
counter to the fundamental principles of justice.” 

Commissioner Lewis, dissenting, said the decision would 
bring material relief to Oklahoma from discriminations which it 
had suffered. He said it was an effort to reconcile two different 
systems of rate-making—a distance scale for Oklahoma and the 
long established blanket arrangement in Texas. He said that, 
analyzed by averages, it was probable that Oklahoma as a unit 
obtained justice. 

“It seems to me, however,” said Mr. Lewis, “that it is not 
“our privilege under the law to deal with averages when the 
issues involve discriminations as between places and persons. 
Indeed, new discriminations are created, many Oklahoma places 
and individuals being given lower rates, others higher rates than 
paid at and by comparable Texas competitors. To the extent 
that Oklahoma is brought into fairer relationship with its com- 
petitors, I approve the finding of the majority, but the adjust- 
ment does not seem to me to be carried to the extent that is 
required by the complaint.” 

The appendix carrying the scale is as follows: 


SECTION A 
(Rates are in cents per 100 pounds.) 


— (1)-— =a 








Distance ® ad * 
Not over 10 miles........... 7 10 6 9 8 11 
20 and over 10 8 11 7 10 9 43 
30 and over 20 9 12 8 11 10 13 
40 and over 30 10 13 9 12 11 14 
50 and over 40 11 14 10 13 12 15 
60 and over 50 12 15 11 14 13 16 
70 and over 60 13 16 12 15 14 17 
80 and over 70 14 17 12.5 15.5 15 18 
100 and over 80 15 18 13.5 16.5 17 20 
120 and over 100 16 19 14.5 17.5 18 21 
140 and over 120 17 20 15.5 18.5 19 22 
160 and over 140 18 21 16 19 20 23 
180 and over 160 19 22 17 20 21 24 
200 and over 180 20 23 18 21 22 25 
220 and over 200 miles...... 21 24 19 22 23 26 
240 and over 220 miles...... 22 25 20 23 24 27 
260 and over 240 miles...... 23 25 20.5 23.5 25 27 
280 and over 260 miles...... 24 26 21.5 23.5 26 28 
300 and over 280 miles...... 25 27 22.5 24.5 27 29 
325 and over 300 miles...... 26 28 23.5 25.5 28 30 
350 and over 325 miles...... 27 29 24.5 26.5 29 31 
375 and over 350 miles...... 28 30 25 27 30 32 
400 and over 375 miles...... 29 31 26 28 32 34 
425 and over 400 miles...... 30 31 27 28 33 34 
450 and over 425 miles...... 31 32 28 29 34 35 
475 and over 450 miles...... 32 33 29 30 35 36 
500 and over 475 miles...... 33 34 29.5 30.5 36 37 
550 and over 500 miles...... 35 35 31.5 31.5 38 38 
600 and over 550 miles...... 36 3 32.5 32.5 39 39 
650 and over 600 miles...... 37 37 33.5 33.5 40 40 
700 and over 650 miles...... 38 38 34 34 41 41 
750 and over 700 miles...... 39 39 35 35 42 42 
800 and over 750 miles...... 40 40 36 36 43 43 
Over 800, milesS............+. 41 41 37 37 44. 44 

(1) Wheat and flour. (2) Coarse grains. (3) Hay. * Single line, 


cents. jf Joint line, cents. 
SECTION B 


(t) ($) (t) (§) 
Mat GVGR) Boe ccs cc cues 1 1 200 and over 150...... 6 5.5 
50 and over 25...... 2 2 300 and over 200...... 7 6.5 
75 and over 50...... 3 2.5 400 and over 300...... 8 7 
100 and over 75...... 4 3.5 POE Ne da smite ciaenlac 9 8 
150 and over 100...... 5 4.5 





(t) Wheat, flour and hay and articles taking same rates, cents. 
(§) Coarse grains and articles taking same rates, cents. 

Note—Commodities taking differentials over or under existing 
rates to take the same differentials over or under the above’ rates. 
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PORT ADJUSTMENT DECISION 


Port rate relationship, as between Galveston, on the one 
hand, and New Orleans and Mobile, on the other, is to be re. 
adjusted not later than October 8 in obedience to an order 
issued by the Commission in No. 12798, Galveston Commercig} 
Association vs. Galveston, Harrisburg & San Antonio et aq] 
opinion No. 10437, 100 I. C. C. 110-26. Rates on grain an@ 
grain products, cottonseed and peanut cake, and meal, cottop. 
seed and peanut oil, petroleum and its products, packing-house 
products, soap, cotton factory products, turpentine, rosin, rice 
and rice products, burlap bagging, cotton bale covering, cotton 
bale ties and buckles, and on burlap bags, for export, import 
and coastwise movement, were found unduly prejudicial to 
Galveston and unduly preferential of New Orleans. The undue 
prejudice is to be removed by making rates from and to points 
wherein the differences in distance do not exceed 100 miles 
the same to both groups of ports. Where the differences are 
greater, they are to be made higher to the more distant port 
by cents per 100 pounds set forth in the report, generally about 
the same as the differences shown in coffee from Galveston 
and other Gulf ports, 64 I. C. C. 26, and Galveston Commercial 
Association vs. A. & V., 77 I. C. C. 388. 


EXPORT LUMBER RATES 


In a mimeographed report on No. 13193, Ingram Day Lumber 
Company vs. Gulf & Ship Island et al., and parts of fourth section 
application No. 484, on further hearing, the Commission has 
affirmed the findings in the original report, 85 I. C. C. 373, that 
rates on lumber from Lyman, Miss., Gulfport, Miss., for export 
and from Mobile, Ala., and New Orleans, are not unreasonable 
or unduly prejudicial. 

In fourth section order No. 9159, based on the applicati 
hereinbefore mentioned, the Guif & Ship Island and a 
ties thereto, the Commission granted the relief from the fourth 
section sought in the parts of the application prescribed in the 
report, provided that in meeting, over routes embracing the Gulf 
& Ship Island, the rates of the direct lines at junction points that 
are lower than at intermediate local stations on the Gulf & Ship 
Island, the distances over routes embracing the Gulf & Ship 
Island from or to the junction points shall not exceed the dis- 
tances between the same points over the direct lines by more 
than 70 per cent; provided, further, that that authority should 
not include intermediate local stations on the Gulf & Ship Island 
from which the distance is not greater than over the direct line 
from the junction line, and provided further that the present dif- 
ference between the rates from intermediate stations on the Gulf 
& Ship Island and rates from the junction points with the direct 
lines are not increased except as may hereafter be authorized by 
the Commission. The order also contains the lowest combination 
proviso. Commissioner Campbell dissented. 


TEMPORARY AUTHORITY GRANTED 


In a further hearing on fourth section application No. 12378, 
concerning commodity rates from Jacksonville to Miami, Fla., 
mimeographed, the Commission has granted temporary authority 
to the carriers to establish commodity rates from Jacksonville 
to Miami, Fla., without observing the long and short haul part 
of the fourth section. The original report is contained in 8&3 I. 
C. C. 207. The temporary authority is contained in fourth section 
order No. 9160. 

In the original report the Commission denied authority to the 
Florida East Coast to establish carload commodity rates from 
Jacksonville to Miami without observing the long and short haul 
parts of the section as to intermediate points of destination. In 
denying that application the Commission in this report said it 
had called attention to a mandate in the fourth section that it 
should not permit the establishment of any charge to or from the 
more distant points that was not reasonably compensatory for 
the service performed, and pointed to the fact that no evidence 
was offered bearing upon that feature of the proposed rates other 
than the mere statement of a witness that the proposed rates 
would yield a profit above the out-of-pocket cost. 

Grant of authority to make such rates was opposed by the 
Baltimore & Carolina Steamship Company, which maintains a 
freight service from Baltimore to Miami, with stops at George- 
town and Charleston, S. C., and direct from Baltimore to Miami. 
The steamship company subsequent to the hearing upon the re- 
opened case, the Commission said, asked for additional further 
hearing to introduce evidence that its revenues would be ad- 
versely affected if the rates sought by the applicant were estab- 
lished. The boat company was authorized to and did present 
such evidence. The railroad company also put in testimony. The 
boat company attacked the formula used by the railroad com- 
pany in ascertaining its costs as a foundation for showing that 
the proposed rates would be reasonably compensatory. The Com- 
mission said that while the boat had urged that the railroad had 
not shown that the rates proposed would be reasonably com- 
pensatory, its principal objection to the establishment of the 
rates was based on the ground that they would have the effect 
of diverting traffic to Miami now handled by the boat company, 
and that the diversion of any of that traffic would seriously 
threaten the ability of the boat company to serve that port, par- 
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ticularly with respect to the service from Charleston, S. C. The 
Commission said the record shows that the proposed rates would 
more than cover the additional cost of handling the traffic and 
were not lower than necessary to meet legitimate water competi- 
tion. The Commission said the record also shows that the rates 
would not impose an undue burden on other traffic or place in 
jeopardy the return value of carrier property generally. It said 
it was manifestly impossible to say with any degree of certainty 
just what difference there would have to be between the water 
rates and rail rates to the end that the water lines and the ap- 
plicant would each receive an equitable share of the traffic in 
uestion. 

. The Commission granted the relief for one year. It said 
that prior to the expiration of that year the matter might again 
be brought to its attention for such determination as the cir- 
cumstances then might warrant. 





APPLICATION OF COTTON RATES 


The Commission, in a report written by Commissioner 
Meyer, in No. 14940, application of rates on cotton to Gulf 
ports, and No. 13991, Weatherford, Crump & Co. vs. Abilene 
& Southern et al., opinion No. 10440, 100 I. C. C. 159-68, found 
the present relationship between the domestic and export rates 
on cotton from the interior to the ports, particularly those in 
Texas, unduly prejudicial to warehouses and compresses lo- 
cated at interior points and back from the water front at the 
ports, and unduly preferential of warehouses and compresses 
located on the water front. It directed the carriers, not later 
than October 12, to readjust their rates so that the export 
rates will not exceed the domestic rates by more than the 
wharfage charges. The charges at Galveston, the report said, 
were two cents and 1.5 cents at Houston. The cotton in this 
case came from points in Oklahoma, Arkansas, Texas and 
Louisiana. 

At present the difference is 3.5 cents and that the Com- 
mission’s report on the case initiated by itself finds unduly 
preferential of the warehouses and compresses not on the 
water front and unduly preferential of the establishments lo- 
cated at other points at the ports. 

The question as to the character of the rates, the report 
said, was not raised until after warehouses and compresses 
were located on the water front. Mr. Meyer said that until 
that took place all the parties were satisfied and the difference 
in rates in favor of traffic moving on domestic rates had the 
effect of equalizing warehouses and compresses at the ports 
and those in the interior. In disposing of the matter, the Com- 
mission said: 


Under the present adjustment the uptown facilities can secure 
what in substance is a second merchandising or compression-in- 
transit service free of charge. This is secured through the shipper 
paying the domestic rates and then having his shipment drayed 
from the warehouse to ship side without declaring them for export. 
The uptown facilities contend that under any readjustment that is 
made in the rates they should continue to receive a free second 
merchandising or compression in transit on cotton purchased by 
them which has already been concentrated at the through rate. This 
we do not consider a reasonable request. Shipments stopped at 
other points for second merchandising or compressing must pay a 
transit charge and we see no reason why an exception should be 
made in the case of the uptown warehouses or compresses at the 
ports. Cotton passing through these uptown facilities is, however, 
entitled to one free transit privilege. 

We are of opinion that the present adjustment of rates on cotton 
from Oklahoma, Arkansas, Texas, and Louisiana to the Texas Gulf 
ports is unduly prejudicial to the uptown and interior warehouses 
and compress and unduly preferential of the water-front ware- 
houses and compresses, and that the rates should be so adjusted 
that one rate will apply for all deliveries within the usual switch- 
ing limits of the ports, except that the export rates should be made 
higher than the domestic rates by an amount equal to the wharfage 
charge, which at Galveston is 2 cents and at Houston 1.5 cents. 
This finding is not to be construed as condemning the practice of 
the carriers of absorbing drayage charges in lieu of switching. 
Most of the testimony offered pertained to the situation at Houston 
and Galveston, but representatives of other Texas ports stated that 
any change made at Houston or Galveston should be extended to 
the other Texas ports in order to preserve the relationships. now 
existing. The investigation did not cover the reasonableness of 
the rates and our findings herein are not to be construed as authoriz- 
ing the carriers to increase their present revenues. Rather, the rates 
should be so readjusted as to preserve existing revenues. 

At New Orleans there are no strictly water-front facilities, and 
no complaint exists with regard to the present relationship of the 
export and domestic rates at that point. No evidence was intro- 
duced with regard to Mobile. We _ shall, therefore, suggest no 
change in the rates through ports other than the Texas ports at 
this time; but if, by reason of the changes suggested in the rates 
to the Texas ports, it becomes necessary to change any of the 
existing rates to other ports, that matter may be brought to our 
ee —— consideration. 

Somplainant in No. 13991 has failed to prove dama a 
prayer for reparation is denied. - oe eee 


Commissioner Hall, dissenting, said the practices now found 
to be unduly prejudicial were so found on the ground that con- 
ditions had changed. He said that the nature and extent of the 
change had not been disclosed. The only apparent change, he 
said, was the recent location of warehouses and compresses on 
the waterfront at Houston and Galveston. He said that each 
facility might choose the location which, on the whole, it pre- 
ferred. If that location had some disadvantages it did not follow, 
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he said, that the carriers might be called upon to cure them by 
readjustment of rates. He said the carrier would have per- 
formed its transportation service when it delivered the cotton 
for each point under the same published rates. He said that in 
this report the Commission had ignored its opinion in 46 I. C. C. 
451, and 77 I. C. C. 388. He said if the Commission were right 
then when it made those decisions it could not be right now. 
“Construction of a warehouse on a pier can not change the 
rights of interior points as against the rights of ports both served 
by the same connecting rails, to rates that are reasonable and 
free from undue prejudice,” he said. “It seems to me that the 
action of the majority may be characterized as arbitrary, in a 
legal sense, and thus comes within the condemnation expressed 
by the Supreme Court in I. C. C. vs. Diffenbaugh, 222 U. S. 215.” 


BRICK INCREASES NOT JUSTIFIED 


A finding of non-justification has been made in I. and S. No. 
2378, rates on brick and related articles between Carbon Cliff, 
Ill., and points in lowa, mimeographed, as to proposed increased 
rates on brick and articles taking the same rates from the point 
of origin mentioned to destinations in Iowa on the Rock Island. 
The schedules which the Commission condemned proposed sub- 
stantial increases. They were suspended upon the protest of 
the Rock Island Chamber of Commerce and the Davenport 
Chamber of Commerce. The present rates from Carbon Cliff, 
the report said, were materially lower than those in effect 
from Shale City, a point on the Rock Island Southern. The Rock 
Island said the schedules were filed to remove undue prejudice 
against Shale City. The Commission said it admitted that some 
of the proposed rates from Carbon Cliff were unreasonable, but 
contended that they should be permitted to become effective 
to remove the alleged undue prejudice pending the Commission’s 
decision in No. 11672, the Mason City Brick & Tile Company 
case. The Commission said the issue of undue prejudice needed 
not to be decided in view of the admitted fact that rates under 
suspension were unreasonable per se. It said the record was 
too meager to afford a basis for prescribing rates from Shale 
City and Carbon Cliff to Iowa destinations. It said the rate 
situation could be corrected, if need be, by establishing rates 
in conformity with the Commission’s report in the Mason City 
Brick & Tile Company case, when made. 


INDIANA RATES RELEASED 


The Commission, in a further report on No. 11894, Indiana 
Rates, Fares and Charges, opinion No. 10441, 100 I. C. C. 169-72, 
has found that the rates on coal from Boonville, Chandler, Fran- 
cisco, Oakland City and Winslow, Ind., to Tell City and Cannel- 
ton, Ind., in effect January 28, 1921, did not cause any undue or 
unreasonable advantage, preference or prejudice as between 
persons or localities in intrastate commerce on the one hand, 
and interstate or foreign commerce on the other hand, or any 
undue, unreasonable or unjust discrimination against interstate 
or foreign commerce. Therefore, the Commission has modified 
its order of January 28, 1921, so as to except from its provision 
the rates and charges on the coal referred to. 

The object of this further hearing, report on which was 
written by Commissioner Meyer, was to give the Indiana com- 
mission jurisdiction to pass upon the reasonableness of the rates 
from and to the points mentioned in the period they were held 
in effect by the order of the Commission and of the federal dis- 
trict court in Indiana, which was from March 15, 1921, to April 
7, 1922, and award reparation in the event it found the rates 
unreasonable and reparation was due. Jurisdiction could be 
conferred upon the Indiana commission by a finding such as the 
federal Commission has made in this report on further hearing. 


PHOSPHATE ROCK RATES 


The Commission in No. 1£206, Traffic Bureau of Knoxville 
et al. vs. Atlantic Coast Line et al., mimeographed, has found 
rates on phosphate rock from Dunnellon, Prairie, Bartow and 
other points in Florida taking the same rates to Knoxville, 
Tenn., unreasonable and unduly prejudicial, as compared with 
rates to the Carolina group, to the extent that they exceeded, 
exceed or might exceed rates of $5.25 prior to July 1, 1922, and 
$4.73 on and after that day. It found that the Knoxville Fer- 
tilizer Company, one of the complainants, had made shipments 
and was entitled to reparation. 


CEMENT CASE DISMISSED 


The Commission has. dismissed No. 15768, Macdougald 
Construction Co. et al. vs. Central of Georgia et al., mimeo- 
grapheed, finding the applicable rate of 12.5 cents charged on 
38 carloads of cement from Leeds, Ala., to Deerland, Ga., in 
the spring of 1923, was not unreasonable. The complaint al- 
leged the rate was unreasonable, unduly prejudicial and in 
violation of the long-and-short-haul part of the fourth section. 
At the time of the movement there was a rate of 10.5 cents 
on cement from Leeds to Atlanta and other points in Georgia, 
suburbs about Atlanta. The complainant contended for that 
rate, which was subsequently put into effect to Deerland. The 
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Commission said there was no showing of damage as a result 
of any undue prejudice that might have existed. 


OIL DIFFERENTIAL REPARATION 


A finding of unreasonableness and undue prejudice and an 
award of reparation have been made in No. 15888, Maryville 
Electric Light & Power Co. vs. Atchison, Topeka & Santa Fe 
et al., mimeographed, as to rates on gas and fuel oils from 
points in Kansas and Oklahoma to Maryville, Mo. The Com- 
mission found the rates unreasonable and unduly prejudicial 
prior to July 1, 1922, to the extent they exceeded rates 5.5 cents 
per hundred pounds lower than the rates contemporaneously 
maintained on refined oil, and likewise unreasonable and unduly 
prejudicial since that time to the extent they exceeded 5 and 3 
cents per hundred pounds lower than the rates on refined oil, 
the variance in the amount of the differential being due to the 
amount of the rates themselves. 


CONDITION ELIMINATED 


In a report on further hearing in Finance Docket No. 9, in 
which the Jackson & Eastern Railway Company was authorized 
to construct an extension of its line in Scott, Leake, Rankin and 
Hinds counties, Miss., a distance of 61 miles, upon condition that 
the company should not issue any evidences of indebtedness, 
either directly or indirectly, for the purpose of constructing the 
extension, the Commission has eliminated the condition. The 
condition was imposed, the Commission said, in view of a finding 
that the record as a whole failed to afford reasonable assurance 
that the project would become a permanently successful enter- 
prise and that since local interests were ready and willing to 
assume the burden with full knowledge of what the future might 
hold for the enterprise, it seemed proper that they should be per- 
mitted to do so. Part of the project has been completed but the 
company said the entire extension could not be completed unless 
the restriction imposed were removed. The Commission said 
that, on the basis of present earnings it was estimated that the 
railroad, when completed, would have net railway operating rev- 
enues of $500,000 a year and a net railway operating income of 
about $90,000 a year. 


: VACATES STATE RATE ORDER 

The Alabama Public Service Commission having made, on 
May 25, 1925, a report and orders to bring Alabama rates into 
consonance with the federal body’s order in No. 9560, Meridian 
Traffic Bureau vs. Southern, Director-General, et al., and I. and 
S. No. 1372, a suspensoin proceeding growing out of the formal 
docket case, the Commission has vacated its order in the formal 
docket case in so far as it requires the defendants to maintain 
rates between Meridian and points in Alabama no higher than 
those contemporaneously maintained between points in Alabama. 
The order set aside is that of December 29, 1920. The Commis- 
sion has also vacated its order of April 13, 1925, reopening these 
proceedings for further hearing in respect of rates on brick and 
clay products included in the uniform brick list and on common 
brick. 


NORTH DAKOTA PROTESTS 


The railroad commissioners of North Dakota have protested 
against and asked for the suspension of proposed increased rates 
on grain, grain products, flax and millet seed, carried in Soo Line 
I. C. C. No. 6010, bearing effective date of August 10, from North 
Dakota stations to Minneapolis, St. Paul, Duluth and Superior. 
They asked for suspension on the grounds that no corresponding 
increases were proposed in Minnesota intrastate rates and that 
the Soo Line had made no showing that its present rates were 
unduly low or that the proposed rates would be just and rea- 
sonable. Allowing them to become effective, the protests of the 
state commissioners said, would work a serious injury and hard- 
ship on North Dakota shippers and producers, and would be in 
direct conflict with “the will of Congress expressed in its joint 
resolution, known as the Hoch-Smith resolution, Interstate Com- 
merce Commission docket No. 17000.” 


CARRIERS ASK MODIFICATION 


The Commission, on the application of the Southern Pacific 
Louisiana lines, the Rock Island, and the Cotton Belt, has re- 
opened No. 9702, Memphis Southwestern Investigation, rates be- 
tween Mississippi River points’ phase, on the question of modify- 
ing the description of the rates in the third paragraph of sup- 
plemental fourth section order No. 7542, of May 8, 1923, to read 
as follows: 


1. Via the line of the Missouri Pacific Railroad from St. Louis 
through Poplar Bluff to Paragould; thence via the line of the St. 
Louis Southwestern Railway Company from St Louis through Brink- 
ley to Fordyce, Ark.; thence via the line of the Chicago, Rock Island 
& Pacific Railway Company through El Dorado, Ark., and Ruston and 
Winnfield, La., to Alexandria, La.; thence via the line of Morgan’s 
Louisiana & Texas Railroad and Steamship Company via Lafayette 
to New Orleans, La., and their respective connections east of the 
above-described line from St. Louis to New Orleans. 

2. Via other routes of the respondents operating exclusively east 
of the above-described line from St. Louis to New Orleans, whose 
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rates are now higher than the rates via the east-side lines between 
the points hereinafter described. 


COMMISSION CLEARS DOCKET 


The Commission has dismissed, without prejudice, the mo- 
tions of complainants in No. 11388, Public Service Commission 
of Indiana'et al. vs. Atchison, Topeka & Santa Fe et al., No, 
13671, Same vs. Same, asking for the issuance of orders requir- 
ing the establishment of rates from points in Indiana to St, 
Paul, Minneapolis, Missouri River cities and points taking the 
same rates, and points intermediate thereto. The motions were 
dismissed because the parties in interest had been negotiating 
on the subject of the rates in those cases, and there was no need 
for the motions, inasmuch as the matter seemed to be on the way 
to settlement in the issues that have grown out of the negotia- 
tions respecting rates in Western Trunk Line territory. By dis- 
missing the motions the Commission cleared its docket to the 
extent indicated, but left the complainants free to renew the 
motions in the event the necessity should arise. 


SUSPENDED TARIFFS 


In I. and S. No. 2459, the Commission has suspended from 
July 16 until November 13 schedules as published in supplement 
No. 5 to St. Louis-San Francisco I. C. C. No. 8454. The sus- 
pended schedules propose to apply short line mileage rates on 
shipments of grain and grain products accorded out-of-line tran- 
sit at Oklahoma City, Okla., in lieu of rates at present applicable 
via actual route of movement; and also propose to base transit 
privileges at Springfield and Clinton, Mo., and intermediate 
points, on traffic originating beyond Kansas City, Mo., on the 
rate from Kansas City instead of on the through rate applicable 
from the original point of shipment. 

In I. and S. No. 2456, the Commission has suspended from 
July 10 until November 7 schedules as published in supplement 
No. 15 to Consolidated Classification No. 4 (Smith’s I. C. C. No. 
48, Fyfe’s I. C. C. No. 17, and Dulaney’s I. C. C. No. 19). The 
suspended schedules propose to define the term “tank car” by 
publishing the following rule: 

“The term ‘tank car,’ as provided in separate descriptions 
of articles, is any car other than a box car, in which one or 
more metal or wooden tanks designed for the transportation of 
liquids or compressed gases are permanently attached, and from 
which such tanks are not and cannot be detached for filling or 
for emptying or storage of their contents.” 

In I. and S. No. 2457, the Commission has suspended from 
July 10 and 20 until November 7 schedules as published in 
supplement No. 7 to joint tariff, Boyd’s I. C. C. No. A-1435 and 
Jones’ I. C. C. No. 1470, and in supplement No. 1 to Joint tariff, 
Boyd’s I. C. C. No. A-1563, and Jones’ I. C. C. No. 1643. The 
suspended schedules propose to increase rates on salt, carloads, 
from Ohio salt producing points to numerous points in Western 
Trunk Line territory. The increases generally amount to 2 
cents per 100 pounds. The following table is illustrative: 


Salt, C. L. (rates in cents per 100 lbs.), from Cleveland Ohio, to 
Albert Lea, Minn. Present—29. Proposed—31. To Topeka, Kan. 
Present—35\%. Proposed—37%4. 

In I. and S. No. 2458, the Commission has suspended from 
July 15 until November 12 schedules as published in joint tariff 
—Countiss’ I. C. C. No. 1147, Jones’ I. C. C. No. 1640, Van Um- 
mersen’s I. C. C. No. 48, and Wilson’s I. C. C. No. A140. The 
suspended schedules propose to restrict westbound transcon- 
tinental traffic moving via Union Pacific Railroad, Ogden, Utah, 
and the Salt Lake & Utah Railroad to Pacific coast states so 
that such traffic could not be routed via the Salt Lake & Utah 


Railroad as an intermediate carrier, under the through joint 
rates. 


FINANCE APPLICATIONS 


The Gulf, Mobile & Northern has applied for authority to 
issue $2,000,000 of 51% per cent first mortgage gold bonds in lieu 
of the same amount of 6 per cent first mortgage gold bonds 
which were authorized but which have not been issued. 

The Maryland & Delaware Coast Railway Company has ap- 
plied for authority to issue $16,500 of notes in connection with 
the acquisition of a combination passenger and baggage engine 


driven rail motor car and passenger trailer car at a cost of 
$31,500. 


UNCONTESTED FINANCE CASES 


The Lake Erie, Franklin & Clarion has been authorized to 
issue $17,699.50 of promissory notes in connection with the pro- 
curement of one gasoline motor car. 

The Albany Passenger Terminal Company has been author- 
ized to issue $93,700 of capital stock, consisting of 937 shares of 
the par value of $100 a share, to be sold at not less than par. 

The Federal Valley has been authorized to issue two three- 
year 6 per cent promissory notes for $27,003.53 in renewal of two 
notes. The application was dismissed as to a request for per- 
mission to issue a promissory note for $2,996.46 in renewal of a 
note that will mature April 10, 1926. 
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RATE ON HOUSEHOLD GOODS 


Examiner Earl M. Steer has recommended dismissal of the 
complaint in No. 15096, Arizona Corporation Commission et al. 
vs. Arizona Eastern et al., on a finding that the rate applicable 
on less-than-carload shipment of household goods from Bates- 
ville, Miss., to Phoenix, Ariz., was not unreasonable or otherwise 
unlawful. A rate of $6.36 was assessed on most of the articles. 
The examiner said the Commission should find that the applic- 
able rate was $6.355 per 100 pounds and that overcharges amount- 
ing to 19 cents should be promptly refunded. 


RATE ON LUBRICATING OIL 


An award of reparation has been recommended by Examiner 
Horace W. Johnson in No. 16401, Transcontinental Oil Company 
vs. Pennsylvania et al., on a finding that charges collected at a 
combination of fifth-class rate of 13.5 cents to Homestead Trans- 
fer, Pa., and a commodity rate of 34.5 cents beyond, on eight car- 
loads of petroleum lubricating oil shipped in March and April, 
1921, from Coraopolis, Pa., to New York, N. Y., for export, were 
unreasonable and inapplicable to the extent they exceeded those 
collectible on a basis of 34.5 cents. 


FRESH FRUITS TO PRESCOTT, ARIZ. 


A finding of unreasonableness and award of reparation and 
an order for the future have been recommended by Examiner 
Earl M. Steer, in No. 15084, Walter Hill et al. vs. Atchison, To- 
peka & Santa Fe, as to rates on fresh’fruits and vegetables, in 
carloads and less than carloads, and the charges thereunder from 
California points to Prescott, Ariz. He recommended repara- 
tion on shipments from the Los Angeles group and the prescrip- 
tion of reasonable rates on less-than-carload shipments. He said 
the Commission should find the rates assailed on straight and 
mixed carload shipments from the Los Angeles group were un- 
reasonable to the extent they exceeded 86.5 cents prior to April 
12, 1922; that the rates on less-than-carload shipments from the 
same group were unreasonable to the extent they exceeded $1.55 
prior to July 1, 1922, and from that date that they had been, were 
and for the future would be unreasonable to the extent they 
exceeded, exceed or may exceed $1.395; and that the rates as- 
sailed on less-than-carload shipments from the San Francisco 
group were ,and for the future would be unreasonable to the 
extent they exceeded or might exceeed $1.60. He said the Com- 


mission should find that the Walter Hill Company was entitled 
to reparation. 


RATE ON SAND AND GRAVEL 


Dismissal of the complaint in No. 15666, American Sand & 
Gravel Company vs. Director-General, as agent, has been pro- 
posed by Examiner Thomas E. Pyne on a proposed finding that 
a rate of 2.5 cents per 100 pounds assessed on 129 carloads of 
sand and gravel shipped between August 21, 1919, and October 
21, 1919, from Hammond, IIl., to Chicago was illegal and that 
the applicable rate was 2 cents., Suit to recover undercharges 
was brought, but by mutual agreement the court proceedings 
were postponed to await decision by the Commission. 


CHARGES ON AUTOMOBILES 


Assistant Chief Examiner Charles F. Gerry in a report on 
further hearing in No. 14685, Dallas Transfer Company vs. South- 
ern Pacific et al. has recommended dismissal of the complaint 
on a finding that charges assessed on two carloads of automo- 
biles from Dallas, Tex., to Los Angeles, Calif., and the applicable 
“two-for-one” rule were not unreasonable. In its original report, 
91 I. C. C. 73, the Commission found that the applicable two-for- 
one rule was unreasonable and that the charges collected on the 
two 40-foot cars furnished for the carrier’s convenience were un- 
reasonable to the extent that they exceeded the charges which 
would have been collected if a 50-foot car had been furnished as 
ordered. Gerry said the Commission should find that the charges 
were collected on the basis of correct weight. 


RATES ON HORSE SHOES, ETC. 


Examiner Alfred S. Knowlton has recommended dismissal 
of the complaint in No. 16360, Diamond Calk & Horse Shoe Com- 
pany vs. Northern Pacific et al., on a finding that rates charged 
on horse shoes, toe calks and parts, carloads, from Duluth, Minn., 
to Rochester, N. Y., in some instances resulted in overcharges 
but that the applicable rates were not unreasonable, unjustly 
discriminatory or unduly prejudicial. The shipments consisted 
of 15 carloads, upon which a through combination rate of 77.5 
cents was collected prior to July 1, 1922, and 69.5 cents there- 
after. The examiner said the Commission should find that the 
shipments moving prior to July 1, 1922, and routed over the Chi- 
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cago & North Western, were overcharged to the extent that the 
rate paid exceeded 56 cents prior to July 1, 1922, and 51 cents 
subsequent thereto. On shipments over the C. B. & Q., moving 
between July 16, 1921, and July 1, 1922, the examiner found that 
the applicable rate was 77 instead of 77.5 cents. Refund of the 
overcharges should be made, the examiner said. 


RATES ON ASPHALT 


An award of reparation in No. 15843, Warren Brothers Com- 
pany vs. Southern Pacific, has been recommended by Examiner 
Bronson Jewell on a proposed finding that rates charged on as- 
phalt from Richmond, Calif., to Susanville, Calif., between Sep- 
tember 3, 1921, and August 19, 1922, were unreasonable to the 
extent that they exceeded 51.5 cents prior to and 46.5 cents after 
July 1, 1922. He also recommended that the Commission find 
that the present rates assailed from Richmond to points on de- 
fendant’s line in Nevada and Utah and on the Westwood branch 
were not unreasonable or otherwise unlawful. 


COTTON BAGGING RATES 


In a report on No. 16045, Fulton Bag & Cotton Mills vs. Ala- 
bama & Vicksburg et al., Examiner R. L. Shanafelt said the Com- 
mission should find rates on cotton bagging, in carloads, from 
points in the Nashville territory and from points in Georgia to 
Dallas and other Texas points were not unreasonable or unjustly 
discriminatory, but unduly prejudicial and preferential, and 
ordered the removal of the undue prejudice and preference. He 
said the Commission should deny reparation. He said the Com- 
mission should find the rates on cotton bagging from Armour, 
Atlanta, East Point, Howell, Lakewood Station, and Oakland City, 
Ga., and Nashville, Tenn., to Dallas and points taking the same 
rates, were not and are not unreasonable or unjustly discrimina- 
tory, but that they were, are and for the future will be unduly 
prejudicial to complainant and unduly preferential to competi- 
tors at said points of origin to the extent they exceeded, exceed 
or may exceed the rates contemporaneously maintained on cot- 
ton bags in carloads from and to the same points. 


TENTATIVE VALUATION REPORTS 


In a tentative valuation report the Commission has found 
the final value of the Hamilton Belt Railway Company, of Hamil- 
ton, O., as of June 30, 1918, to be $100,000. 

In a supplemental tentative valuation report on the proper- 
ties of the Rutland Railroad Company and Addison Railroad 
Company as of June 30, 1917, the Commission has found the final 
value of total owned property % be $20,897,414, and of total used 
property $21,221,980. The final value of the Addison was fixed 
at $325,000, this amount being included in the total used value 
of the Rutland. 

In a tentative valuation report on the property of the Lud- 
ington & Northern, of Michigan, as of June 30, 1919, the Com- 
mission has found the final value of total owned property to be 
$65,790, and of total used, $77,790. 

In a tentative valuation report on the property of the Litch- 
field and Madison Railway Company as of June 30, 1916, the 
Commission has found the final value of wholly owned and used 
property to be $1,518,175. In a similar report on the property of 
the Santa Fe Dock and Channel Company as of June 30, 1916, the 
Commission has found the final value of wholly owned and used 
property to be $775,000. 


SOUTHERN VALUATION REPORT 


In a tentative valuation report on the property of the South- 
ern Railway Company and leased lines, as of June 30, 1916, the 
Commission has found final value as follows: Owned and used, 
$251,538,900; owned but not used, $4,003,274; wholly used but 
not owned, $97,410,222; jointly used but not owned, $117,500; 
total owned, $250,342,174; total used, $349,066,622. 

On date of valuation the carrier had outstanding $423,476,- 
473 in stocks and long-term debt, of which $120,000,000 repre- 
sented common stock, $60,000,000 preferred stock, $5,510,200 
stock trust certificates, $237,785,500 funded debt unmatured, 
and $40,773 funded debt matured and unpaid. Investment in 
road and equipment, including land, on date of valuation, was 
stated in the carrier’s books as $387,922,214. With readjust- 
ments required by the Commission’s accounting examination, this 
would be reduced to $379,853,103. 

Cost of reproduction new of total owned property was found 
to be $263,304,404, and less depreciation, $210,051,223. Cost of 
reproduction new of total used property was found to be $353,- 
250,945, and less depreciation, $284,536,529. 

A total of 57,157 acres of land owned was given a present 
value of $28,186,585, and 97,781 acres of land used was given a 
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present value of $44,729,147. These “present” values are as of 
the valuation date. 

The Southern owns securities in other companies of a par 
value of $124,505,991, and a book value of $62,333,004. 

The valuation report does not cover the interest of the 
Southern in the Cincinnati, New Orleans, Texas & Pacific, Ala- 
bama Great Southern, New Orleans & Northeastern, Mobile & 
Ohio, Georgia Southern & Florida, Chicago, Indianapolis & Lou- 
isvlle, Virginia & Southwestern and a number of other railway 
and terminal companies. 

The Southern Railway will protest the tentative valuation of 
its properties by the Commission. In a statement issued after 
the valuation had been announced by the Commission the com- 
pany said: 


As the commission pointed out, the tentative valuation figure 
does not include the Southern’s interest in the Cincinnati, New 
Orleans and Texas Pacific Railway, the Alabama Great Southern 
Railroad, the New Orleans and Northeastern Railroad, the Mobile 
and Ohio Railroad Company, the Georgia Southern and Florida Rail- 
way Company, the Chicago, Indianapolis and Louisville Railway 
(Monon), the Virginia and Southwestern and a number of other rail- 
way and terminal companies, the stocks of which the Southern 


owns in whole or in part. The book value of these investments is 
$89,700,000. 


The tentative valuation figure does not include the extensive ad- 
ditions and improvements provided during the past eight and a half 
years, at a cost of $114,500,000. The Commission’s figure includes only 
$5,838,900 for net working capital, but as a matter of fact, the net 
working capital of the Southern amounts to $19,238,730. 


In arriving at the valuation figure the Commission used the 
unit prices prevailing in 1914 in figuring construction quantities 
and the Southern says that “since the pre-war purchasing power 
of money was at least 170 per cent of its present purchasing 
power, not less than 70 per cent of the tentative valuation figure 
should be added to this figure to arrive at an estimate of the 
present day cost of reproduction of the Southern’s properties.” 

The railway says further “a deduction of $68,714,416 for de- 
preciation of roadway structures and equipment has been made 
by the Commission, whereas there is no actual depreciation of 
this character with reference to a propertly maintained railroad.” 

The company does not accept the Commission’s figure as 
representing the fair value even of the things which it purports 
to appraise and submits a table in which the tentative valuation 
figure is used as a basis, for the purpose of illustrating what that 
figure would have been had the appraisal included the additional 
elements of value previously referred to: 


Commission’s tentative valuation figure.................. $349,066,622 
Value of investments in securities of other properties 
not included in the tentative valuation ............... 89,700,000 
Additions and improvements to properties made from 
June 390, 1916, to December Si, I9F4.... .ccvccsccvesececs 114,500,000 
Excess of actual net working capital over amount included 


in the commission’s tentative figure...............00. 13,399,830 
Restoration of amount deducted for ‘‘depreciation”’ of road- 

Way structures ANd CGUIDIMETIE 0. ccccccccccrccceccccce 68,714,416 
Addition of the excess of present day cost price over the 

1914 prices used by the commiasion........ccccccscccces 244,346,635 

NE dais ho daiaal yg dG acane Wen ema aaietee. «edeieanedenewmued $879,727,503 


SHORT LINES AND N. P. PLAN 


The Traffic World Washington Bureau 


Ben B. Cain, general counsel of the American Short Line 
Railroad Association, in a statement of the attitude of the asso- 
ciation in the matter of the “Nickel Plate merger,” filed with 
the Commission, develops the thought that consolidations of 
railroads may be facilitated under the existing law and without 
modification thereof by Congress. His point is that, while the 
present law requires the Commission to prepare a “plan,” it does 
not require it to make a “map” allocating each railroad in the 
United States to a particular system. 

While saying that the Nickel Plate application should be 
approved with the imposition of conditions, protecting the inter- 
ests of other carriers, Mr. Cain expresses the view that the Com- 
mission will not be acting in full accord with the provisions of 
section 5 of the interstate commerce act if it should make a 
complete and final order granting the application of the new 
Nickel Plate company without first adopting a plan of consolida- 
tion of the railroads as required by paragraph (4) of section 5 
of the act. 

Discussing the question of whether the Commission can 
legally grant the application under paragraph 2 of section 5 of 
the act, Mr. Cain says: 


It is not my purpose to discuss at length the question as to 
whether the applicants correctly interpret the provisions of paragraph 
(2) but in fairness to the Commission I feel impelled to say that the 
authority conferred upon one carrier to acquire control of other 
carriers under lease or by purchase of stock or in any other manner 
not involving the consolidation of such carriers into a single system 
for ownership and operation, must be read in the light of other 
paragraphs of section (5) and with the paramount purpose of ascer- 
taining the intent of Congress in the use of the terms employed in 
said paragraph (2). 

he Commission cannot ignore other provisions of section (5). 
The Commission knows that the purpose and policy that is reflected 
and sought to be accomplished through the provisions of section (5) 
is to bring about the consolidation of the railroad properties of the 
United States into a limited number of systems. 
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Prior to the passage of section (5), consolidation of parallel or 
competing lines was prohibited by what are commonly referred to 
as the anti-trust laws. In order to induce voluntary consolidation 
— abrogated the anti-trust laws in their application to rajj. 
roads. 

The inducement for such a revolution in the national policy jg 
plainly to be seen, and runs throughout the various provisions of the 
transportation act of 1920. 

The problem most difficult of solution was that of the weak roads, 
Congress thought to solve the problem by unifying ownership anq 
operation so that the rates required to be fixed by the Commission 
should be based upon aggregate values, therefore sufficient for al] 
and that the weak should receive an equitable distribution of the 
revenues derived from the rate structure by being attached to, or 
grouped with, the strong. What is now being attempted by the 
railroads of major importance seems to be to take advantage of 
the benefits offered by the new law and to reject if possible the 
burdens or the disadvantages which Congress intended should be 
assumed as compensation for the benefits conferred. 

The first question that the Commission must determine in the 
instant case is whether or not such a merger or consolidation, as 
is here proposed, is in legal effect the consolidation of the carriers 
into a single system for ownership and operation. 

A rule of law well established and often invoked by the courts 
in passing upon the legal effect of documents and transactions like 
those under consideration, is that the court will look through forms 
to the substance. If the rule be applied here and the Commission 
concludes that the proposed merger is in substance a consolidation 
of the carriers into a single system for ownership and operation, or 
in other words, that the owning company, designated in the trans- 
action as “The New Company,” is in legal effect in such position 
as to own, manage and operate the properties, or if the merger 
as proposed cannot be harmonized with other provisions of section 
(5), then the Commission is without the power in the present situa- 
tion to grant the application. 

I have not presented this view of the case for the purpose of in- 
voking it in so far as the American Short Line Railroad Association 
is concerned. My purpose is merely to anticipate the position that 
has already been taken by at least one member of the Commission 
in former cases and will certainly be asserted in regard to the 
pending application, and to fairly state my own views. 


In a discussion of the law, Mr. Cain argues that the various 
paragraphs of section 5 must be read together and construed 
consistently, not only as to the complete plan for consolida- 
tion, but also in the light of the plain purpose and intent 


of Congress expressed in other sections of the act. Continuing, 
he says: 


It is plain to be seen, therefore, that to avoid possible con- 
tradiction, any act the Commission may be authorized to do under 
paragraph (2) must be consistent with and in pursuance of such 
plan as the Commission was directed to adopt ‘‘as soon as prac- 
ticable” under the terms and provisions of the whole act, now 
five years old. 

_ It will be observed that paragraph (2) contains express pro- 
visions to the effect that the Commission shall have authority 
to approve and authorize certain mergers or consolidations— 
“under such rules and regulations and for such consideration and 
on such terms and conditions as shall be found by the Commission 
to be just and reasonable in the premises’’—hence it would be 
highly unreasonable, if not prejudicial to the public interest, and 
would necessarily result in “confusion worse confounded,” if 
such a merger should be authorized as would not be in harmony 
with a plan of consolidation which paragraph (5) makes it the 
mandatory duty of the Commission to adopt. 

I can see no real difficulty in harmonizing and giving full 
effect to paragraphs (2) and (5), respectively, if it is borne in 
mind that the language of the paragraph (5) does not compel the 
Commission to adopt a MAP in advance of a complete plan for 
consolidation nor to definitely allocate each and every carrier 
into rigidly preconceived systems. 

If the term “plan,” as used in the act, be so interpreted as to 
require a complete map or the complete allocation of all the 
railway properties of the United States into a limited number 
of systems, then the tentative plan which the Commission has 
heretofore agreed upon and as to which it has conducted hearings 
was not in accordance with the law, because the tentative plan 
did not pretend to deal with a large number of the railroads for 
the very good reason that it was impracticable, if not impossible, 
to do so, just as it is impracticable and probably impossible to do 
so at the present time. 


Logically, a plan such as is practical and such as Congress 
must have contemplated should consist of a set of principles, the 
result of which may, but does not necessarily require to be illus- 
trated or depicted by graphs or maps. A plan is conceivable 
which would comprehend a basis of principles broad enough and 
elastic enough for the disposition, allocation, acquisition or con- 
solidation of particular properties that would be in harmony with 
the entire spirit and letter of section (5), and at the same time 
make possible progressive consolidation of the carriers, which 
to my mind is the only practicable way in which consolidation 
can be accomplished. 


In order to make my views clear, I submit a plan for consolidation 
of railroads in accordance with the new law. It may not be such a 
plan as the Commission would adopt. I do not so present it. Id 
present it in odrer to show that some plan can be adopted that does 
not necessarily involve immediate allocation of the carriers or the 
making of a map. In such a plan a map would necessarily be ulti- 
mately created and follow action under the plan, but would not con- 
stitute the whole plan and precede consolidation as if a map should 
first be made. The plan I suggest is as follows: 


A Plan for Consolidation 


1. Divide continental United States into four districts or zones, 
viz., New England, Eastern, Southern, and Western. 

2. Designate certain of the larger railroads in each district as 
‘“‘sroup heads’? around which it is permissible to construct consoli- 
dated systems under rules made part of the plan, provided that other 
and additional ‘‘group heads’’ may be designated from time to time as 
may appear needful or desirable; and provided further that resulting 
systems shall in all cases be of such mileage and earning power as 
will conform to requirements of the law and the rules adopted by 
the Commission as part of the plan for consolidation of the railroads 
into a limited number of systems. 

3. Prescribe the maximum and minimum mileage that may be 
brought into a consolidated system. 
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4, Require applicants for authority to consolidate to comply with 
the following rules: ' 

Rule (a) aad the proposed consolidation will promote the public 

interest. 

Rule (b) That it will not have the effect of substantially destroy- 
ing competition which it may be possible to preserve, if such 
proposed consolidation is not allowed in the manner or to the 
extent proposed. 

Rule (c) That existing routes and channels of trade will not be 
disturbed or if changed that it is not practicable to avoid it. 

Rule (ad) That such proposed consolidation will, in reasonable 
probability, not make it impossible for other systems in the 
same district to be so constructed as that the cost of trans- 
portation as between competitive systems and as related to the 
values of the properties through which the service is rendered 
shall be the same so far as practicable, so that the several 
systems can employ uniform rates in the movement of com- 
petitive traffic and under efficient management earn substan- 
tially the same rate of return upon the value of their respec- 
tive railway properties. . 

Rule (e) That a proposed consolidation is in harmony with the 
policy of completely ——re all the railroads in the par- 
ticular district and continental United States into the limited 
number of systems and is in furtherance of that purpose. 

5. In all orders approving consolidation the Commission will 
attach, for rate making and other lawful purposes, such other car- 
riers as the Commission considers ought to actually belong to such 
group; also reserve the right to attach other carriers from time to 
time as May seem needful or desirable in order to establish a proper 
rate structure and equitably distribute the revenues derived from the 
rate structure so that individual carriers not actually consolidated 
may nevetheless earn a fair return. 

6. That pending voluntary consolidation the Commission will 
as soon as practicable group all the roads in each district into tenta- 
tive systems, such grouping to be used for rate making and such 
other regulatory purpose as may be deemed proper, and also to be 
considered by the Commission in its determination of such applica- 
tions for consolidation as are presented for its approval. 

7. Reserve the right in all orders approving applications for 
consolidation thereafter, until all railroads in a given district are 
finally consolidated, either upon its own motion or upon application, 
to reopen the subject for such changes or modification as in its judg- 
ment will promote the public interest. 

The proposed plan is merely to show that it is possible, in strict 
accordance with Section 5 as we interpret it, to grant the Nickel 
Plate application if facts are proven sufficient to show that it is 
in the public interest. For instance, if the Commission decides that 
it is in the public interest to permit the C. & O. to be absorbed in 
the proposed merger the plan suggested could be made sufficiently 
elastic to cover such a situation by the addition of a rule or pro- 
viso to the effect that if and when it should be made to appear 
that there is special reason in the public interest for a railroad in 
one territory or district to be consolidated with a railroad in another 
district, the Commission reserves the right toa approve such con- 
pe anything in the general plan to the contrary notwith- 
standing. 


Mr. Cain says he disputes the proposition urged by some 
that there is anything in the transportation act that ought to 
or does, in fact, defeat or necessarily defer consolidation of the 
railroads. What has been pointed out as objectionable is the 
adoption of a plan, wrongly interpreted to mean a complete map, 
he says. He refers to the contention that once a plan is an- 
nounced, the weak roads will demand an unfair price for the 
properties. He calls attention to the fact that the Commission 
is charged with the duty of valuing the roads and that there 
can be no consolidation or merger except at such value as the 
Commission shall approve. In view of the fact that consolida- 
tion is not compulsory, he says it seems unreasonable to say 
that owners of any railroad really desiring to sell would place 
an inated value upon the property. Continuing, Mr. Cain says: 


If the interests that control the railroads of the United States 
condemn the present law because it does not give unbridled license 
to exploit the weak roads for greed of gain, then it would be better 
that there should be no mergers for it will mean quick ruin for 
the short and weak roads if roads of major strength and earning 
power are permitted to merge their properties without making some 
provision for the small and weak roads. 

As representative of such carriers I declare here and now that 
we never can consent to the proposition that this Commission shall 
refrain from bringing out a plan for consolidation of the railroads 
or that the Commission shall allow such consolidations as are here 
proposed without announcing a policy that will serve to protect the 
weak carriers while the process of merger is going on. 


NICKEL PLATE MERGER CASE 
The Traffic World Washington Burcau 


Orris P. and Mantis J. Van Sweringen, in separate answers 
filed with the Commission to the petition of the committee rep- 
resenting minority Chesapeake & Ohio stockholders in the Nickel 
Plate merger case asking that the Commission set aside the 
orders permitting the Van Sweringens and others to hold posi- 
tions with the Nickel Plate and also the Chesapeake & Ohio and 
Hocking Valley, deny allegations made by the committee. The 
Van Sweringens deny that a majority of the board of directors 
of the C. & O., or H. V., or any of the directors, are subordinate 
to the will and subject to the direction and control of the Van 
Sweringens, or that their actions are in any way controlled in 
derogation of the interests of the stockholders whom they repre- 
sent. It is also averred that the minority stockholders, by their 
petition, have raised the same issues that have been raised in the 
Nickel Plate merger case and that if the petition should be 
granted, two hearings on the same subject would be necessary. 
The Van Sweringens say they have endeavored to serve to the 
best of their ability the interests of the railroads and stockhold- 
ers upon whose boards of directors they sit, and that they leave 
to the Commission the question of whether they should continue 
to hold the positions involved, averring that they believe that 
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dismissal of the petition will be required if a finding is based 
on what is in the public interest. 

Commissioner Meyer and Director Mahaffie will resume the 
hearing of testimony on the Nickel Plate merger application 
July 20. The Commission may announce at that time its ruling 
on the objection of counsel for O. P. Van Sweringen to cross- 
examination proposed by counsel for the protesting C. & O. stock- 
holders. 


ACQUISITION OF BROTHERHOOD LINE 


The Chesapeake & Ohio has applied to the Commission for 
authority to acquire and operate a line from Seth to Prenter, W. 
Va., 10.05 miles. The applicant said the Commission held in 
the case in which the Coal River & Eastern, a company organ- 
ized by locomotive brotherhood interests, was denied permission 
to operate the line, that the public convenience and necessity 
would require the acquisition and operation by the C. & O. of 
the line in question, and that the application was responsive to 
the decision of the Commission. The acquisition will be by pur- 
chase of the property. The price that will be paid was not given 
in the application. 


A. C. L. OPPOSES SEABOARD PROTEST 
The Traffic World Washington Bureau 


The Atlantic Coast Line Railroad Company, in a reply to a 
questionnaire sent to it by the Commission in connection with 
the application of the Naples, Seaboard & Gulf Railway Com- 
pany for authority to build a new line of railroad from Naples 
to Estero, Fla., opposed the granting of the application. 

The Atlantic Coast Line said that the reasons given by the 
applicant why the present or future public convenience and 
necessity required or would require the construction of the pro- 
posed line were misleading. It said that the application stated 
that “there is at present no line of railroad along the west coast 
of Florida to the terminus now proposed.” The A. C. L. said 
the terminus referred to was Naples and that the Commission, 
by an order entered June 19, 1923, had authorized the Fort Myers 
Southern Railroad Company to build a line from Fort Myers 
through, or near, Estero, Bonita Springs and Naples, to a point 
in, or near, Marco, Fla. It explained that it owned the stock of 
the Fort Myers Southern and that the proposed line from Fort 
Myers to Bonita Springs had been completed and that construc- 
tion of the line from Bonita Springs through, or near, Naples to 
Marco was begun prior to July 1. 

The A. C. L. said that the proposed line of the Naples, Sea- 
board & Gulf would not open up for settlement any part of 
Florida not now within the zone occupied, or to be occupied, by 
the line of the Fort Myers Southern. It said that the territory 
to be served would not produce traffic to support two railroads 
and that the traffic to support even one railroad must be de- 
veloped. It said construction of the Naples, Seaboard & Gulf 
would lessen the revenue that would accrue to the Fort Myers 
Southern. It said the Seaboard line would not perform any 
service which could not be performed by the Fort 'Myers South- 
ern and that there would simply be two parallel competitive lines 
in a territory which would not now support more than one 
railroad. The A. C. L. further said it was evident that the con- 
struction by the Naples, Seaboard & Gulf was a part of a plan 
under which the line of the Seaboard Air Line and its subsid- 
iaries was to be extended from Venice and Arcadia southwardly 
through Fort Myers to Naples. It further said that the applica- 
tion filed by the Naples, Seaboard & Gulf showed that there had 
never been any intention to construct the Naples, Seaboard & 
Gulf from Naples to Estero or to Fort Myers except as part of 
a road to be operated by the Seaboard Air Line. 

“It is submitted that a proper consideration of this applica- 
tion demands that it be consolidated with, and consilered only, 
as a part of an application which either has been, or will be, 
filed by the Seaboard Air Line Railway Company disclosing the 
whole plan,” the Atlantic Coast Line said. 

“One railway is ample for the needs of the whole coast from 
Fort Myers to Marco,” the A. C. L. said, adding that there was 
no need for a duplication of capital expenditures since the pres- 
ent demand was for rail service and not for competition. Marco 
is the proper water terminus for a road along the coast south 
of Fort Myers, because at that point is found a natural harbor 
with deep water, and water terminals for gulf and ocean going 
crafe can be procured at Naples only by expensive artificial 
works, according to the A. C. L. 





Cc. & N. W. EXTENSION 


The Chicago & North Western has been authorized to con- 
struct an extension of a branch line in Gogebic county, Mich., 
from a point in Wakefield to a point near the main line of the 
Duluth, South Shore & Atlantic about 4 miles distant. 


CONSTRUCTION OF SPUR TRACK 


The St. Louis-San Francisco has applied to the Commission 
for authority to construct an industrial spur track from a point 
near Covington, Okla., northeasterly to the Garber oil field, 5.42 
miles. 
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COMMISSION ORDERS 


The petition of the Western Union Telegraph Company to 
intervene in Valuation Docket 510, The Minneapolis & St. Louis 
R. R. Co., has been granted. 

A. L. Farr Transfer Company has been permitted to inter- 
vene in No. 16827, Commercial Club of Fargo, N. D., et al. vs. 
Great Northern Ry. et al. 

The Signal Mountain Portland Cement Company has been 
permitted to intervene in No. 16845, Sub. No. 2, Lehigh Portland 
Cement Company vs. A. & V. Ry. et al. 

The Southwest Missouri Millers’ Association has been per- 
mitted to intervene in No. 16929, Sub. No. 1, The Atchison Board 
of Trade et al. vs. A. & V. Ry. et al. 

The Commission has permitted the Standard Brick & Tile 
Company to intervene in No. 17048, Columbus Brick & Tile Com- 
pany et al. vs. A. B. & A. Ry. et al. 

Based on its previous decisions in the following cases the 
Commission has entered formal orders of reparation as indi- 
cated: 


No. 14162, Industrial Commission of North Dakota vs. Nor. Pac. 
Ry. Co., $17,130.07, with interest from November 15, 1920, on account 


of unreasonable rate charged on gravel from Melvin, Minn., to Grand 
Forks, N. D. 

No. 11084, Prairie Pipe Line Company vs. Director-General, St. 
L.-S. F. Ry. et al., $8,246.36, with interest from January 15, 1919, on 
account of unreasonable rates charged on iron pipe from points in 
Kansas to destinations in Oklahoma. 

12485, Southern Product Company vs. Director-General, Alabama 
& Vicksburg Ry., et al., $9,756.96, with interest from January 15, 
1919, an account of unreasonable rates charged on cotton from_points 


in Oklahoma, Arkansas and Louisiana, to Seattle and Tacoma, Wash., 
for export. 


No. 15094, John Morrell & Co. vs. C. B. & Q. R. R., and Great 
Northern Ry., $5,262.41, with interest from October 15, 1922, on ac- 
count of unreasonable and unduly prejudicial rates charged on fresh 


— and packing house products from Sioux Falls, S. D., to Lincoln, 
ep. 


The Texas Panhandle & Gulf Finance Corporation has been 
permitted to intervene in Finance No. 4747, In the matter of the 
application of the Pecos & Northern Texas Ry. Co. under para- 
graphs (18) to (21) inclusive of Section 1 of the Interstate Com- 
merce Act for authority to construct a line of railroad in Texas; 
Finance No. 4756, In the matter of the application of the Pecos & 
Northern Texas Ry. Co. under paragraphs (18) to (21) inclusive 
of Section 1 of the Interstate Commerce Act for authority to con- 
struct a line of railroad in Hale, Swisher, and Castro Counties, 
Tex., and Finance No. 4769, In the matter of the application of 
the Fort Worth & Denver South Plains Ry. Co. for a certificate 
of public convenience and necessity, authorizing it to construct 
and operate a new line of railroad. 


The complaint in No. 16969, Jell Brothers, Inc., vs. Missis- 
sippi Central R. R. et al. is dismissed. 


The Commission has, on complainants’ petition in No. 16123, 
Canyon Coal & Coke Company et al. vs. B. & O. R. R. et al, for 
further hearing, reopened the proceeding. 


On defendants’ petition in No. 16016, Savannah Traffic Bu- 
reau vs. Savannah & Atlanta Ry. et al., the Commission has re- 
opened this proceeding for further hearing. 


The defendants’ petition for rehearing in No. 15820, Det- 
Canyon Coal & Coke Company et al. vs. B. & O. R. R. et al. for 
been denied. 


The Commission has denied defendants’ petition for reargu- 
ment in No. 15580, General Baking Company vs. Penn. R. R. et 
al. 

The complainant’s petition for reopening and reconsideration 
in No. 15294, Traffic Bureau of Nashville vs. Illinois Central R. 
R. et al., and No. 15456, Same vs. A. C. L. R. R. et al., has been 
denied. 

Petition filed on behalf of Director-General, for reargument 
and reconsideration in No. 15126, Southern Products Company 
vs. Director General, as agent, A. & W. Ry. et al., is denied. 

Complainant’s motion to modify the order to authorize inter- 
est on the principal sum authorized in No. 15106, Galveston Ex- 
port Company vs. Texarkana & Fort Smith Railway Company et 
al., is denied. 

Complainants’ petition to reopen for rehearing, reargument 
or reconsideration the proceeding in No. 14879, Grey Iron Cast- 
ing Company et al. vs. A. & V. Ry. et al. is denied. 

Complainant’s petition for reopening and rehearing of the 
proceeding. in No. 14725, W. H. Barber Company vs. C. & N. W. 
Ry. et al., is denied. 

The Commission has denied complainants’ petition for re- 
hearing and reargument in No. 14363, C. H. Young et al. vs. C. I. 
& L. Ry. et al. 

The complainants’ petition for reopening and reconsidera- 
tion of the proceeding in No. 14072, Western Newspaper Union 
et al. vs. Santa Fe et al., is denied. 

The Commission has granted complainant’s petition for re- 
hearing, reargument or reconsideration in No. 14278, Miami Cop- 
per Company vs. Arizona Eastern R. R. et al. 

The Commission has reopened for reconsideration, solely 
upon the question of reparation and consolidated for disposition 
with No. 15395, without further hearing, Nos. 14695, Patterson 
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Produce Co. vs. Abilene & Southern Ry. Co. et al., and No. 14717 
Mistletoe Creameries et al. vs. Santa Fe et al. : 

The defendants’ application in No. 11975, Montrose Oil Re. 
fining Co., Inc., vs. St. L.-S. F. Ry. et al., for rehearing and re. 
argument is denied. 

The complainant’s petition for reargument on motion to dis. 
miss in No. 16652, Lindeteves, Inc., vs. P. & L. E. R. R. et al., is 
denied. ; 

: Complainant’s petition for reargument in No. 15594, Hutch. 
inson Paper Co. vs. Tex. & New Orleans R. R. et al., is denied 

The Commission has denied complainant’s petition for re. 
opening and reconsideration upon the record as made in No 
ga — Roofing Products Co. vs. Director-General, C. & N. W. 

y. et al. 

The complainants’ petition for rehearing or modification of 
the report in No. 14842 and (Sub-No. 1), Caddo Central Oil @ 
Refining Corp. vs. Director-General, the Kansas City Southern 
Ry. et al., is denied. 

The Commission has denied the complainants’ motion for 
reargument in Nos. 15118 (and Sub-No. 1 to 60, inclusive), C. E 
Bash & Co. et al. vs. B. & O. R. R. et al. 

; Complainants’ petition for rehearing, reargument and modifi- 
cation in No. 14824, Trenton Smelting & Refining Co. et al. vs 
Penn. R. R. et al., and No. 14947, Same vs. Penn. R. R. et al, 
is denied. ° 

The Commission has denied the petition of the Terre Haute 
Chamber of Commerce and the Evansville Chamber of Com- 
merce for modification of order in No. 14087, Indiana State 
Chamber of Commerce vs. Santa Fe et al. 

Complainant’s petition for reopening and reconsideration 
upon the record made in No. 14193, Great Western Paper Co 
vs. M. St. P. & S. S. M. Ry. Co., is denied. ; 
- — — - ng ge Union Telegraph Company to 
ntervene in valuation No. 509, Couder 
pig ky ersport & Port Alleghany 
' The petitions of the Western Union Telegraph Company to 
intervene in Valuation No. 511, Missouri & North Arkansas Ry. 
Co., and Valuation No. 514, Vicksburg, Shreveport & Pacific Ry 
Co., have been granted. 

The Commercial Club of Fargo, N. D., Cincinnati Chamber 
of Commerce, Merchants’ Exchange, Burlington Shippers’ Asso- 
ciation, Chicago Shippers’ Conference Association and Greater 
Des Moines Committee, Inc., have been permitted to’ intervene 
in No. 16945, Board of Railroad Commissioners of the State of 
North Dakota vs. Ahnapee & Western Ry. et al. 

The complainant in No. 15528, the Chevrolet Motor Co. of 
California vs. Director-General, Santa Fe, et al., having been 
= proceeding is dismissed. 

e complainant’s request that their complaints in No. 1 
(and Sub-Nos. 1 to 8, inclusive), Clark, McWilliams & ema 
et al. vs. Mo. Pac. R. R., be dismissed has been complied with. 

The complainant in No. 16330, Winifrede Coal Co. et al. vs. 
Cc. & O. Ry. et al., having been satisfied, the proceeding is dis- 
missed. 

The complainant’s request that its complaint in No. 16344, 
Duncan & Jack Produce Co., Inc., vs. Santa Fe, be dismissed has 
been complied with. 

Complainant in No. 16441, Half Mountain Coal Co. vs. C. & O. 
et al., having been satisfied, complaint is dismissed. 

The Commission has dismissed No. 16579, Gross & Jacobs 
vs. G. B. & W. R. R., and 16579 (Sub-No. 1), Reeves Coal Co. 


et al. vs. M. St. P. & S. S. M. Ry. i 
po y., aS complainant has been 


Complainant in No. 16580, Minneapolis Gaslight Co. et al 
vs. M. St. P. & S. S. M., having been satisfied, proceeding dis- 
missed. 

The Certain-teed Products Corporation has been permitted 
to intervene in No. 17123, Benson Bros. 
ae oe oe os. Lumber Co. et al. vs. 
; The Security Cement & Lime Co. has been rmi 
ey "4 No. 17087, the Palmer Lime & Cement Co. ig 

. R. et al. 

The Keokuk Shippers’ Association and St. Louis Chamber 
ea a, been permitted to intervene in No. 16945, 

of Railroa ommissioners of the State +. Dy VR. - 
pee & Western Ry. Co. et al. eee 

The complainant in No. 16760, Hartwell & Lester, Inc., vs. 
L. V. R. R. et al., having been satisfied, proceeding is dismissed. 
; The Certain-teed Products Corporation has been permitted to 
intervene in No. 17170, American Tar Products Co. et al. vs. 
Santa Fe et al. 

; In No. 9702, Memphis-Southwestern Investigation, No. 7304, 
City of Memphis et al. vs. C. R. I. & P. Ry. et al., and other cases 
grouped therewith, the order entered in said proceeding on June 
2, 1925, which required that rates in accordance therewith be es- 
tablished on or before August 10, upon statutory notice, is modi- 
fied so as to require and authorize the establishment of such 
rates on or before August 10, 1925. 

The Kansas City Live Stock Exchange has been permitted 
to intervene in No. 16746, Independent Slaughterers’ Traffic As- 


sociation et al. vs. N. Y. C. R. R. et al., and No. 16844, Swift & 
Co. et al. vs. Santa Fe et al. 
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The Western Union Telegraph Company has been permitted 
to intervene in Valuation No. 512, Detroit, Grand Haven & Mil- 
waukee Railway Company, and Grand Rapids Terminal Railroad 
Company, Valuation No. 517, the Pontiac, Oxford & Northern 
Railroad Company, and Valuation No. 519, St. Louis & Hannibal 
Railroad Company. 


EASTERN CLASS RATE CASE 


The Traffic World Washington Bureau 


Emphasis to the facts presented in the eastern class rate 
case in behalf of the Tanners’ Council of America by Edward A. 
Brand, secretary of the council, in support of the declaration 
that the industry could not stand any increase in freight rates, 
was given by the testimony of D. T. Waring, assistant traffic 
manager for the Central Leather Company, and George D. Duffy, 
traffic manager for England, Walton and Company of Philadel- 
phia. The former introduced exhibits to show the effect of the 
proposed fourth class rate and the probable commodity rate that 
would be established thereunder, on shipments by the Central 
Leather Company. The exhibits showed an increase in the com- 
pany’s freight bill of $65,708 on shipments in Official Classifica- 
tion territory. The testimony of Mr. Duffy showed an increase 
of a little more than $13,000 in the freight bill on the shipment 
of goods from the stores of the firm to the places of business of 
the customers. 

A number of changes in the program for hearings were an- 
nounced by Examiner Hosmer when hearings were resumed on 
July 13. He said Philadelphia would be heard on about July 21 
instead of July 17; that the apple shippers and commission mer- 
chants would appear on July 16 to present the testimony they 
were scheduled to give on July 8 and the following day, and that 
the Monongahela Valley Association would be heard on July 17. 
He said the West Virginia Pulp & Paper Company which desired 
to be heard individually had been given time at the Boston hear- 
ing instead of in Washington as first planned. 

Relationship of rates as between Pittsburgh on the one 
hand, and Buffalo and Rochester on the other, particularly to 
Virginia Cities, constituted the bulk of the testimony at the first 
session of the resumed hearing. Plate glass appeared to object 
to increases that would fall upon it were the proposals of the 
carriers adopted. 

F. A. Ogden, general freight agent for Jones & Laughlin, 
said that rates on iron and steel should be based either on a 
recognition of commercial competition or strictly on mileage. In 
expressing the alternative about mileage he was careful to make 
it clear that he was expressing a personal opinion not binding 
upon Jones & Laughlin or on any other unit in the iron and steel 
business. 


On cross examination on that point in response to a question 
by Mr. LaRoe, Mr. Ogden emphasized that if the Commission 
approved the mileage principle that he was willing to have it 
applied to everybody, allowing the chips to fall, as Mr. LaRoe 
said, where they might. Mr. Ogden,ewhen asked about the Mc- 
Graham scale, said that it had lasted for a long time, and he was 
not prepared to say it should not be continued. But he added 
that there should be at least ten classes. 

“And iron and steel would go into one of the new classes, 
would it?” asked Mr. LaRoe. 

“Not if I could prevent it,” said the witness. “Iron and steel 
should move on commodity bases.” The witness said that Buf- 
falo and Pittsburgh should have the same rates both east and 
west. Mr. Ogden’s fundamental proposition was that the present 
rates on iron and steel were too high; that the industry was 
bearing too large a share of the burden of transportation, point- 
ing out that iron and steel earned three times as much as any 
other commodity. He said there should be grouping, and that 
rates on iron and steel rates should not be related to the class 
rates. In answering questions on cross examination and re-di- 
rect examination, Mr. Ogden indicated that he was prepared to 
go to the logical conclusion of the propositions he had laid down. 

Joseph M. Belleville, general traffic manager for the Pitts- 
burgh Plate Glass Company, opposed advances on plate glass 
that would follow the adoption of carrier proposals. He said 
he was speaking not only for the Pittsburgh Glass Company, but 
for the other glass companies making plate. The carriers, he 
said, in making their proposals, fell into the error of assuming 
that commodities rated fourth class and higher were less than 
carload: commodities, or light and bulky articles. The average 
on carload shipments of plate glass, he said, was well over 
47,000 pounds, yet increases ranging from 5 to 39 per cent were 
proposed. He said such increases would increase the freight 
bill of the plate glass shippers about $100,000 and place them 
at just that much more of disadvantage in competition with the 
Belgian manufacturers who shipped their product, known as 
crystal glass, on fifth class, the rate applicable on window glass. 
The plate glass factories, he said, were all west of the Alle- 
ghenies and the increases would heavily penalize them. Rates 
on plate glass, he said, were very high in comparison with those 
on other commodities. Answering questions on cross-examina- 
tion, Mr. Belleville said he was not in the sales department and 
could not answer questions as to the money turnover repre- 
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sented by a carload of plate glass. Those who sought to cross- 
examine him were not familiar with the units employed in mak- 
ing prices on plate glass, so the cross-examination did not de- 
velop anything definite other than that on glass of certain dimen- 
sions, the value of was about $4,000 a carload, while on 
the largest size the value was about $12,000. 

D. O. Moore, traffic man for the Pittsburgh Chamber of Com- 
merce, said that it was a mistake to assume that Pittsburgh 
produced only iron and steel. He enumerated a long list which 
Commissioner Eastman supplemented by interrogatively sug- 
gesting “and pickles.” Mr. Moore admitted that he had forgot- 
ten to mention pickles. Much of Mr. Moore’s testimony was 
devoted to the relationship of rates from Pittsburgh to the Vir- 
ginia cities, on the one hand, and rates from Buffalo, Rochester 
and Syracuse, on the other, to those points. The basis of rates 
from Pittsburgh to the Virginia cities was, he pointed cut, the 
Columbus-Baltimore adjustment, which was held as maximum 
at Cleveland, Buffalo and other points more distant than Pitts- 
burgh from Virginia cities. Prior to the percentage increases, 
he said, Pittsburgh had been 4.5 first class cents under Buffalo. 
He said that while Pittsburgh had taken an increase of more 
than 90 per cent to Virginia cities, Rochester, for instance, had 
taken only 57.3 per cent. The application of the Columbus-Bal- 
timore basis, he said, was made for the benefit of the Norfolk 
& Western and Chesapeake & Ohio routes from Columbus, and 
presented the anomaly of the short line distance point being 
penalized for the benefit of the circuitous routes. The carrier 
proposal, he pointed out, was to apply the basic or No. 1 scale 
from Central Freight Association territory to Virginia cities and 
No. 2 scale from Pittsburgh. He said that what was needed was 
a mileage scale with reasonable groupings and the classes made 
upon proper relationship. A uniform scale, he said, would re- 
duce the tariff publications materially. 

Among the data placed in the record by Mr. Moore were 
population figures for 1900, 1910 and 1920, showing the rela- 
tively faster growth of Buffalo and Cleveland in comparison with 
Pittsburgh. 


Approval of the Ogden proposition that the Pittsburgh 
group should be maintained was given by P. M. Neigh, speaking 
for the Wheeling Chamber of Commerce and the Wheeling Steel 
Corporation and H. H. Pratt, general traffic manager for the 
Crucible Steel Company of America and the Pittsburgh Crucible 
Steel Co., the latter a subsidiary of the former. They did not 
favor mileage scales but took the position that Pittsburgh and 
Buffalo should be put on a parity east and west. Mr. Neigh said 
the chief fact in the upbuilding of the iron and steel industry 
in the Wheeling district was its inclusion in the Pittsburgh 
district. The carriers, he said, as did also Mr. Pratt, did not 
propose disrupting the Pittsburgh group. Their exhibits, how- 
ever, showed rates that would apply if formulae submitted by 
the carriers were adopted. The witnesses said they felt it would 
not do to rest on the declaration of intention on the part of the 
carriers. Therefore they submitted data tending to show, why, 
in their estimation, there should be no disruption. 


Mr. Neigh said he did not know why, under the McGraham 
formula, the sixty per cent of the New York-Chicago rate group 
was created around Pittsburgh but he said he knew that there 
had been no material change since its establishment some time 
in the decade between 1860 and 1870. He contended it was 
inconsistent for Buffalo to insist upon parity in rates to the west 
with an advantage to the east. Consistency, he said, required 
parity in both directions. At present he admitted the bulk of 
the tonnage was eastbound in a railroad sense on account of 
the heavy movement to the Atlantic ports for transshipment 
through the Panama canal. He estimated it at 60-40 with the 
larger end headed east. Prior to 1917, he said it was 50-50. 

If there were to be scale in Trunk Line territory, he said, it 
should not be no higher than the C. F. A. scale, with the dis- 
tortions in that scale caused by the percentage increases re- 
moved. That distortion, he said, caused increases ranging from 
half to a cent and a half in the rates. Port differentials he 
thought should be maintained as they were regardless of what 
a mileage scale said they should be. 

Referring to the fact that the Baltimore & Ohio and the 
Monongahela had put into operation proposed trunk line scale 
No. 1 in the territory north of the main line of the Baltimore 
& Ohio and No. 2 south of the main line in West Virginia and 
that there was no definite rule observed for the making of rates 
involving*hauls over lines in two scale territories, Mr. Neigh 
asked the Commission to establish a definite rule to deal with 
such situations. He said West Virginia shippers wanted a 
scale in thaf state no higher than C. F. A. zone A scale in the 
northern part and no higher than zone B rates in the other part 
of the state, instead of the two trunk line scales the West Vir- 
ginia commission had allowed them to put in as a temporary 
measure. : 

Mr. Pratt offered exhibits showing the facts about the growth 
of Midland, O., the point where the Crucible company has its 
chief plant and the reasons the company put its plant at that 
point. Chief of them was that Midland took the Pittsburgh 
group rates. 
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Buffalo interests asked the witnesses to draw a line between 
the Pittsburgh and Youngstown groups to show, if possible, 
where one group of steel plants ended and another began, sug- 
gesting that that could not be done. They wanted to know of 
Mr. Neigh whether he objected to having’ the Youngstown other- 
wise the valley group included in the Pittsburgh group. He 
said he knew of no reason for its non-inclusion other than 
that it was never included and that the industry had grown 
up on the basis of non-inclusion while Wheeling had developed 
on the basis of inclusion. Mr. LaRoe, by questions, suggested 
that Pittsburgh could afford to be generous and offer Buffalo 
parity on westbound tonnage because it was negligible while 
eastbound it was heavy; also that most of the tonnage in the 
Wheeling district was tonnage of the United States Steel Cor- 
portation. He wanted to know if the Wheeling Steel Corporation 
was not a subsidiary of the United States. Mr. Neigh said it 
was not. : 

On behalf of the Standard Sanitary Manufacturing Com- 
pany, Pittsburgh, Benjamin S. Thomas, traffic manager for 
that company, showed that the proposals of the carriers would 
put an increase on all plumbing supplies, plumbing fixtures, 
sanitary ware and articles of that kind, manufactured by the 
Sanitary company and its competitors. The witness estimated 
the increase would amount to about $500,000. Of a total tonnage 
of that character amounting to 227,691,940 pounds he estimated 
three-fourths of it would be affected by the proposed rates; that 
on 42,906,473 pounds there would be no change, and on 11,145,502 
pounds there would be decreases. The traffic about which Mr. 
Thomas was speaking was rated fourth class and higher. 

The witness was opposed to any change in rates, but, he said 
that if the Commission thought it necessary to make changes 
he favored the extension of the C. F. A, scale to Trunk Line 
territory. He, however, did not advocate such an extension. 
Answering questions on cross examination Mr. Thomas said he 
had no suggestions to make as to the commodities which should 
be given higher rates in the event the Commission decided that 
there should be a reduction in rates on articles taking fifth and 
sixth classes. He said it would seem to be logical that if the 
Commission thought reductions in fifth and sixth classes were 
necessary that articles rated higher should take higher rates. 
Smilingly he said that if the Commission decided that articles 
rated fourth class and higher should take higher rates his com- 
pany would have to believe that the increases were just. Never- 
theless he thought that there should be no increases. 

In addition to testifying for the Crucible Steel Company of 
America and its subsidiary, H. H. Pratt testified on behalf of 
the Butler Board of Commerce, Chamber of Commerce of Beaver 
Valley, United States Potters’ Association, East Liverpool, Ohio, 
Chamber of Commerce, Wellsville, Ohio, Chamber of Commerce, 
Follansbee Brothers Company, and Sheet Metal Specialty Com- 
pany. Mr. Pratt in that matter was the witness for Charles 
Donley, traffic counselor, of Pittsburgh. He submitted state- 
ments making a comparison of class rates from Pittsburgh, Pa., 
and Toronto, O., to points along the border line as indicated on 
the map accompanying his exhibits; from Pittsburgh, Pa., and 
Follansbee, W. Va., to border points; from Pittsburgh and 
Rochester, Pa., to the same destinations; from Pittsburgh and 
Butler, Pa., to the same destinations, and data of a similar char- 
acter for the other points for which he was testifying, showing 
an increase in rates of 16.78 per cent from Beaver Val- 
ley, including Rochester, Monaca, Beaver, Freedom and other 
towns; of 14.18 per cent from Butler and Community, Pa., and 
14.67 per cent from Toronto, O., and Follansbee, W. Va., making 
an average increase of 14.87 per cent. 

Increases to be borne by the U. S. Potters’ Association 
from East Liverpool and Wellsville, O., he calculated at 12.5 per 
cent. He said that according to his figures the increase for all 
the interests he represented would amount to $66,740, or 13.67 
per cent. On cross examination by Mr. Woodward, Mr. Pratt 
admitted that he did not personally represent the communities 
about which he was testifying, but that he was putting in his 
data. from data furnished for the use of Mr. Donley, who was 
representing them. 

M. J. Orner, testifying for the Beaver Falls, Pa., Chamber of 
Commerce submitted a traffic test for various industries at 
Beaver Falls, Pa., on outbound carloads and less than carloads 
to the Boston district, to New York in trunk line scale No. 1 
territory, and destinations in Pennsylvania and Maryland involv- 
ing so-called long hauls. His traffic test for the Union Drawn 
Steel Company was based on Pittsburgh proposed rates‘and mile- 
ages and based on straight mileage and trunk line scales. The 
increase on the proposed rates and mileages, he said, would be 
$17,647, and on the straight mileage and trunk line gcales $20,246 
on cold drawn steel and shafting. Similar data were submitted 
for the Standard Gauge Steel Company on cold drawn bar steel 
shafting; for the Moltrup Steel Products Company on cold drawn 
bar steel; for Babcock & Wilcox Tube Company on tubes. His 
recapitulation showed an average increase per ton of 46.7 cents 
on proposed Pittsburgh rates and mileages and 65.5 cents on 
straight mileage and trunk line scales. 

G. D. Winstein gave general approval for the proposal made 
by the Trunk Line and New England Shippers’ Committee sub- 
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mitted by Messrs. Manghum and Geohegan. He filed an exhibit 
showing the effect on the business of the Aluminum Company of 
America and its associated companies for 1924 based on class 
rates as proposed by the carriers in the eastern class rate case. 
His figures were based on actual weights forwarded from and 
received at the several factories of the aluminum company ang 
its associated companies on two days of each of the twelve 
months of 1924 ahd were extended to reflect tonnage forwarded 
and received for a period of 300 days. His summary of ship. 
ments to and from eight plants of the interests for which he was 
testifying showed shipments weighing 64,564,637 pounds on which 
the charges would be increased $56,306 or 16.6 per cent. 

J. P. Daly testifying for Buffalo steel interests advocated 
leaving things as they were now; that is, as he claimed, a rate 
structure based on the McGraham formule or system. He said 
that if the McGraham system should be destroyed he wanted the 
Commission to put everything on a strict mileage basis, includ- 
ing shipments to and from the ports. He left no doubt as to his 
contention in behalf of a retention of rates from Buffalo 2 cents 
under Pittsburgh to New York. He said that that adjustment 
was part of the McGraham system, and he wanted the whole of 
that system or none of it. 

“I do not advocate mileage, but if the M€Graham system is 
to be ‘busted’ I want mileage,” said the witness. He also re. 
ferred to his desire, if the existing structure was disturbed as 
for “real mileage.” 

W. W. Collin, cross examining Mr. Daly for Pittsburgh in- 
terests, was unable to come to an understanding with the wit- 
ness as to the terminology to be used. Mr. Burgess, also cross 
examining Mr. Daly, said that Mr. Dlay was wrong when he said 
that there was not a 60 per cent group around Pittsburgh before 
the McGraham formula was adopted. 

Buffalo completed its presentation July 15 when W. H. 
Donner, head of the Donner Steel Company, took the stand to 
say that the rates on iron and steel were too high, that those on 
coal to the lake-front iron and steel establishments were ridicu- 
lous. He said that the advances on coal in recent years had 
resulted in a squeeze of the lake-front establishments because 
they had been much greater than the increases on iron ore from 
the lake ports to the iron and steel establishments at Pittsburgh 
and other points in the interior. 

By inference the witness criticized the Commission’s deci- 
sion in the Adriatic iron ore case in which Examiner Hosmer 
wrote the proposed report which was closely followed by the 
Commission in making its report. In that case the Commission 
held that while the short lines of railroads controlled by the 
United States Steel Corporation might stand without injury re- 
ductions in rates on iron ore, the Great Northern could not stand 
reductions without serious injury. 

Mr. Donner made comparisons of rates and earnings on iron 
and steel on the one hand, and lumber and spelter on the other 
to show, as he contended, that iron and steel were paying too 
much. It was his idea that other commodities could stand higher 
rates but he had not prepared a list of those on which higher 
rates could be applied to make up the losses in revenue which 
would result from reductions in rates on steel. His thought, 
however, was that iron and steel should not be included in the 
classification of articles or rates thereon made in relation to the 
class rates. 

Fruit and vegetable producers and shippers, represented by 
the International Apple Shippers’ Association, the National 
League of Commission Merchants of the United States, and the 
Western Fruit Jobbers’ Association, under the leadership of 
Fayette B. Dow and Robert S. French, made what was admitted 
to be a mathematically strong presentation against increases 
that would result in rates on fruits and vegetables were the 
proposals of the carriers approved and made effective. They 
presented as their chief witness Samuel Fraser, who presented 
two exhibits consisting of about 80 large pages of figures to illus- 
trate what would happen to the fruit and vegetable trade for 
which they were speaking in the event the carrier proposals 
were made operative. 


Among the facts brought out by Mr. Fraser was that after 
much fighting the associations had obtained a reduction in the 
rating on peaches from first to second class. They said that 
were the proposals of the carriers in this case adopted their 
last estate would be worse than it was when they began a fight 
for a reduction in the interstate rating from first to second class. 
The contentions of the shippers then were that the rates were 
too high, that they were a detriment to the industry, that when 
stated refrigeration charges went into effect items were in- 
cluded therein which theretofore*had been included in the line- 
haul rate and that consequently the line-haul rates should have 
been reduced at the time stated refrigeration charges were in- 
troduced. They said the present proposals, if they became effec- 
tive, would nullify all the benefits that had been derived from 
the fights the growers and shippers had made, and which be- 
came effective in 1922. It was asserted that the condition of 
the peach grower, financially, now was no better today than it 
was in 1922, but that the rates proposed, while still second class, 
in dollars and cents would be greater than they were in 1922. 
For illustration, data submitted in behalf of the protesting fruit 
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and vegetable growers and shippers showed that while the pres- 
ent first class rate from Rochester to New York was 66.5 cents 
per 100 pounds, the proposed second class was 75.5 cents. 


Mr. Fraser, in his exhibits, dealt with apples shipped by 
the Jersey Fruit Growers’ Co-operative Association, peaches by 
the same association; cherries from Rochester, N. Y., to trunk 
line, Boston and C. F. A. points; potatoes from Franklin county, 
New York, to destinations in trunk line and C. F. A.; from Gen- 
essee, Livingston and Monroe counties to trunk line points; 
from Steuben and Alleghany counties to representative destina- 
tions; cabbage from many production areas; onions likewise, 
and, in fact, nearly all the fruits and vegetables commonly 
shipped from the deciduous fruit sections in the eastern part 
of the United States, and prunes from Model City, N. Y. 


Mr. Fraser himself was a fruit grower as well as a statis- 
tician, and at various points in his testimony he digressed to 
deliver a short lecture on climatic and soil conditions favoring 
or retarding the growth of fruits and vegetables, one of the 
lectures being an explanation of the water-cooling system nature 
has provided for potato vine leaves. 


Testimony of a character similar to that given by Mr. 
Fraser was also submitted by H. E. Wellman, a farmer at Ken- 
dall, N. Y.; J. F. Wilson, sales manager of the Cumberland Fruit 
Exchange at Martins, W. Va.; W. L. Minnick, a grower and 
general manager of the Adams County (Pa.) Fruit Growers’ 
and Shippers’ Exchange; Fred W. Cornwall, a grower of apples 
and peaches at Putneyville, N. Y.; G. Hale Harrison, general 
manager of the Harrison Nurseries at Berlin, Md.; Roy A. 
Porter, a grower of fruits and vegetables at Elba, N. Y.; C. B. 
Lewis, of the New Jersey Fruit Growers’ Cooperative Associa- 
tion, and Alexis D. Clark, chief of the Division of Markets in 
the New Jersey state organization. The testimony of each 
covered shipments from points of origin in New York, Pennsyl- 
vania, New Jersey, Maryland, West Virginia and Virginia 
destinations scattered from New England on the east to Des 
Moines on the west, and points in the south. The general effect 
of their testimony was that the financial condition of the fruit 
and vegetable people was bad and that any increase in rates 
would make it worse and in respect of some kinds of traffic 
diminish the tonnage offered to the railroads. 


Mr. Harrison testified at considerable length as to shipments 
of fruits and vegetables and nursery stock by trucks from points 
on the eastern shore of Maryland to points as far away as Pitts- 
burgh and New York. Strawberries, he averred, were taken 
from the eastern shore points in ten hours by pneumatic-tire 
trucks, and from twelve to thirteen hours by the solid-tire 
trucks, thereby assuring -next morning delivery instead of sec- 
ond and third morning delivery in railroad cars carrying stated 
refrigeration charges. In answer to a question by Mr. Dow, 
he said that strawberries certainly would move by truck is there 
was any increase in the railroad rates. He asserted that while 
15,000 pounds constituted a strawberry minimum no grower 
could load more than 10,000 pounds except at the cost of having 
the berries in the third tier reach market in a badly damaged 
condition. As to nursery stock, he said trucks were carrying, by 
means of trailers attached, more than could be loaded in the 
standard at a cost of $55 per load from nursery field to field 
where the stock was to be planted, the haul being from Berlin 
to Philadelphia. The present railroad charges, he said, for a car 
of standard size was $46, and the proposed rate $54. That rate 
of $54 per car would require the nursery stock to be hauled from 
the nursery to the railroad station and from the railroad station 
to the point where the trees were to be planted. 


TRAFFIC CLUBS FOR REPEAL 


It was announced this week that a majority of the clubs 
that are members of the Associated Traffic Clubs of America 
have ratified the resolutions adopted at the Kansas City meeting 
of the association demanding the repeal of the Hoch-Smith reso- 
lution of Congress, thus making the resolutions effective. Dal- 
las and Cleveland were the latest clubs to give notice of ratifi- 
cation. Of the clubs that have thus far acted on the Kansas 
City resolutions, only two have refused to ratify. One—Okla- 
homa City—failed to ratify because of a provision in its con- 
stitution requiring that action on matters of this sort must be 
unanimous. The other—Chicago—ratified the resolutions after 
taking out all reference to the Hoch-Smith resolution, which had 
the effect of rendering the action useless for association pur- 
poses. 


RATE STRUCTURE INVESTIGATION 


Refrigeration charges on cantaloupes from Brawley, Imperial, 
and El Centro, Calif., to eastern destinations are attacked as 
unreasonable and discriminatory in a statement sent to the 
Commission for filing in No. 17000, rate structure investigation, 
by E. H. Bogardus, general traffic manager, Caruso Rinnella Bat- 
taglia Company, Inc., Schenectady, N. Y. 
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WESTERN RATES AND HOCH-SMITH 


The Trafic World Washington Bureauw 


The Commission, by announcement on July 14, dated July 
10, instituted Ex Parte 87, revenues in western district, in con- 
nection with No. 17000, rate structure investigation, said that 
joint hearings on the two proceedings would begin at the Edge- 
water Beach Hotel, Chicago, September 1. Chairman Aitchison 
is to preside at the hearings. Carriers will be heard first, they 
being respondents in the proceeding. The carriers in the west- 
ern group that asked for an increase in their revenues, April. 
29 (See Traffic World May 2, p. 1129), are named as respondents. 

Inclusion of this proceeding in the Hoch-Smith rate struc- 
ture investigation, No. 17000, is based on the Commission’s con- 
clusion that the issues presented in Ex Parte 87 “constitute a 
necessary and important part of the issues of No. 17000.” 
Therefore, the Commission assigned the two proceedings for 
joint hearing. 

This action of the Commission is interpreted to mean that 
the investigation in No. 17000 will proceed by means of groups 
rather than by taking in the country as a whole to determine 
what changes can be made in rates and still give the carriers 
revenue enough to maintain an adequate transportation system. 
Another conclusion drawn from the initiation of this group case 
under the general investigation No. 17000 is that general in- 
quiries instituted in the future will each-be put under No. 17000, 
although each may take a separate number. 

The passage of so much time between the reception of the 
petition of the western carriers and the issuance of the an- 
nouncement that a proceeding had been initiated in response 
thereto is understood to have been due to long discussions 
among the Commissioners as to the proper method to be fol- 
lowed—that is, as to whether the issues raised by the western 
carriers should be considered in a separate case or whether 
they should be made a part of the general Hoch-Smith inquiry, 
together with questions arising under whatever procedure was 
suggested. For weeks before the announcement was made it 
was taken for granted, among those who heard intimations as 
to the discussions that, were taking place in the conferences of 
the Commissioners, that the two things would be joined in fact, 
if not in name, because the Hoch-Smith resolution required re- 
vision in rates to enable products of agriculture to move freely, 
without, however, endangering the adequacy of transportation. 
The announcement, exclusive of the names of the respondent 
carriers, is as follows: 


In a notice to the public dated March 12, 1925, issued contem- 
poraneously with the order instituting the investigation in No. 17000, 
Rate Structure Investigation, the Commission invited the public, in- 
cluding shippers, carriers, and public authorities, state and federal, 
to submit their views as to the purpose and scope of the so-called 
Hoch-Smith resolution (Public Resolution No. 46, 68th Congress), and 
suggestions as to procedure to be adopted by the commission in con- 
ducting the investigation. 

Subsequent to the issuance of that notice petitions seeking an 
increase in revenues were filed on behalf of 74 common carriers by 
steam railroad in the western district (listed in the appendix hereto), 
comprising the western group and the Mountain-Pacific group as de- 
fined in Increased Rates, 1920. In those petitions, which have been 
docketed as Ex parte 87, it is averred in substance— 

“That since the passage of the Transportation Act, 1920, the 
said carriers have not earned, and are not now earning, a fair re- 
turn upon the aggregate value of their railway property held for 
and used in the service of transportation, notwithstanding that they 
have been and are now operated under honest, efficient, and eco- 
nomical management and reasonable expenditures for maintenance 
of way, structures and equipment; that their earnings have been 
and are such that it is impossible for them to maintain the adequate 
transportation system-contemplated and directed by the Congress; 
and that because of the confiscatory rate of return under which 
they are and have been operating their condition has become pre- 
carious and that they are in need of immediate increase in revenue.” 

The views and suggestions in response to the notice to the public 
in No. 17000, and the petitions of the western carriers in Ex parte 
87, have been given consideration, and as the issues presented in 
Ex parte 87 constitute a necessary and important part of the issues 
~ en 17000, the commission is assigning these proceedings for joint 

earing. 

Although the resolution is of broad scope, it specifically directs 
that, in view of the depression in agriculture therein stated to exist, 
the commission shall effect with the least practicable delay such 
lawful changes in the rate structure of the country as will promote 
the freedom of movement by common carriers of the products of 
agriculture affected by that depression, including livestock, at the 
lowest possible lawful rates compatible with the maintenance of 
adequate transportation service. 

The commission has concluded that it should first deal with the 
western district in order— ~ 

1. To determine what products of agriculture, including livestock, 
are affected by depression; 

2. To determine what, if any, reductions may lawfully be effected 
- o rates or charges on products of agriculture, including live- 
stock; 

3. To determine whether any rates, fares, or charges, either on 
particular classes and kinds of commodities or classes of traffic, in 
particular sections or between particular localities in the western 
district, or otherwise, may lawfully be authorized or required to be 
increased, and if so, to what extent, in order to compensate for 
such rate reductions, if any, as may be found proper; and 

4. To determine whether any rates, fares, or charges, either on 
particular classes and kinds of commodities or classes of traffic, in 
particular sections or between particular localities in the western 
district, or otherwise, may lawfully be authorized or required to be 
increased, and if so, to what extent, in order to effect such increases 
in. the revenues of western carriers as may be found proper. 

These matters. should_be covered by definite and specific data. 
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State commissions are co-operating with us in the Rate Structure 
Investigation and such data in so far as practicable should be sepa- 
rately stated as between interstate or foreign commerce, on the one 
hand, and intrastate commerce on the other hand. Among the data 
desired are statistics showing individually for each Class I railway 
in the western district for the calendar years 1923 and 1924 the num- 
ber of tons, number of ton-miles, number of carloads, and freight 
revenue for each of the 70 classes of commodities named in schedule 
541 of the annual report of large steam-railway companies to the com- 
mission, omitting the number of carloads from class 70, which relates 
to less-than-carload freight. ‘The carriers should furnish this in- 
formation as promptly as possible. Exhibits should conform to Rule 
XIII of our Rules of Practice. 

The initial hearing will be held at Chicago, Ill., at the Edgewater 
Beach Hotel, before Chairman Aitchison, beginning September 1, 1925. 
At this hearing the carriers, being respondents in this proceeding, 
will be heard first and will be expected to submit as far as possible 
their complete proposals, including all data called for in this notice, 
together with such other evidence as they may desire to offer. 

In order to afford other parties opportunity for study of the car- 
rier’s proposals and evidence, the present intention is that, following 
the carriers’ presentation and such cross-examination as may be 
appropriate at that time, a short adjournment will be taken. At the 
adjourned hearings, opportunity will be afforded for further cross- 
— of the carriers’ witnesses and for introduction of direct 
evidence. 

If any parties, other than the carriers, desire to introduce evidence 
at the first hearing after the carriers’ presentation, they should so 
advise the commission on or before August 10. The carriers should 
advise, as soon as possible, of the order in which they will be prepared 
to present the various matters to be submitted by them and the dates 
on which they desire to introduce evidence under each head. Follow- 
ing receipt of the above information, a further announcement will be 
made for the guidance of parties. 





WESTERN RATES AND HOCH-SMITH 


Commenting on the Commission’s announcement in No. 
17000 and Ex Parte 87, John E. Benton, general solicitor of the 
National Association of Railroad and Utilities Commissioners, 
in a bulletin to members, said: 


From this announcement it appears that the western states 
are faced with a hearing in an advanced rate case which is but 
a few weeks away. 

That Ex Parte 87 is a serious matter cannot be overlooked. 
The carriers intend to treat section 15a as a mandate to the 
Commission to grant the increase they ask for. The hearing of 
their petition together with No. 17000, in which this asseciation 
will be represented by a cooperating committee of commissioners, 
of course, will not disable the state commissions from making the 
same sort of presentation as was made by various state commis- 
sions in Ex Parte 74, and in the general express rate case, in which 
latter case a joint committee, representing Western commissions, 
prepared and put into the record statistical exhibits which were 
of the greatest aid in determining the issues involved. Whatever 
may be done along this line must evidently be undertaken directly. 

The interest in the western advanced rate proceeding will 
doubtless be confined to the commissions in the states immediately 
affected. I understand that certain of them are to hold a confer- 
ence in Denver this week, which may lead to some group organiza- 
tion for cooperative action looking towards the putting into the 
record of such statistical information as may be requisite to a 
proper disposition of the proceeding. 

The carriers have filed petitions for intrastate rate advances 
with all western commissions, similar to the petition pending 
before the Interstate Commerce Commission relating to interstate 
rates. The staffs of experts of these commissions will thus be 
faced with the necessity for such preparation as they customarily 
make in such cases for their local hearings, and by pooling the 
results of their preparation may be enabled to be of great aid 
in developing the record in the interstate proceeding. 


BENTON COMMENTS ON POTTER PLAN 


The rate increase plan proposed by Mark W. Potter is 
construed by John E. Benton, general solicitor of the National 
Association of Railroad and Utilities Commissioners, as an 
indictment of the transportation act. In a bulletin to members 
Mr. Benton says: 


When Hon. Mark W. Potter was on the Interstate Commerce 
Commission he said more or less in commendation of the trans- 
portation act, and section 15a was supposed to be included in the 
matter so commended. The proclaimed purpose of the act was 
to maintain the carriers of the country by obtaining “money 
sufficient for all without excess by any.” Now, as a receiver of 
a bankrupt railroad, Mr. Potter finds that section 15a falls far 
short of ae a pees | what the act aimed at. 

The Traffic World, issue of July 11, 1925, page 81, contains 
a statement by Mr. Potter which constitutes a pretty strong 
indictment of the transportation act, though apparently not pre- 
pared with that aim in mind. He has been figuring out the pos- 
sible benefits to the St. Paul, if the Commission should grant the 
increase asked for by the western carriers in Ex Parte 87, and he 
finds that they “would not furnish the needed solution” because 
“a very large part of the revenues to be drawn from such an 
increase would go to carriers already enjoying a return in excess 
of 5% per cent.” 

o grant the 11 per cent horizontal increase asked for by the 
western carriers while not giving the necessitous lines the in- 
crease they need would result in raising the number of carriers 
receiving more than a fair return, now 11, to 29. Having pointed 
out these facts, Mr. Potter says: ‘‘To adopt such a course would 
be to violate the spirit of the transportation act and work gross 
injustice. A horizontal increase, to be enjoyed by all carriers, it 
therefore seems apparent. Would accord neither with justice, the 
spirit of the transportation act, nor sound economics,” 

This would seem to be about all that is necessary to say 
concerning section 15a. If that section of the law in fact requires 
the Commission to make an increase which will operate to place 
millions of dollars of additional taxes upon rate payers to be 
received by railroads that are already earning 6 to 17 per cent 
(to use figures given by Mr. Potter), it ought not to take long 
for Congress to learn that whatever the “spirit” of the transpor- 
tation act may be, its actual operation is far from beneficient. 

Mr. Potter’s plan is to turn aside from section 15a, thus dem- 
onstrated to be ineffective and unjust in its operation, and to 
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make a 5 per cent increase instead of the 11 per cent requested 
by the carriers, and by a pooling arrangement, voluntarily entered 
into by carriers, and approved by the commission, to give the 
results of the increase to the carriers in proportion to their deficits 
below the 5% per cent return. This would give to needy roads 
like the St. Paul something far more substantial than they would 
receive under an 11 per cent advance, even assuming that could 
be secured under section 15a. 

The Traffic World, commenting editorially upon Mr. Potter's 
statement, makes this admission: “There is no question but that 
a general increase that would take care of the weaker lines would 
give some of the stronger ones greater revenue than that to which 
— a", entitled or than that contemplated by the transporta- 

ion act. 

“The proof of the pudding is in the tte.” These friends 
of the transportation act both thus admit that it simply does not 
work out to effect the results it has been said to aim at. 

Mr. Potter was an able commissioner, with a fine sense of duty 
as a public official. Always he has been accustomed to plain 
speaking. He has a summer place up among the Berkshire hills, on 
the farm where he was born. When he has a hard problem before 
him he sometimes goes there and spends a few days just sitting 
on his porch, looking at his yellow cows, and at his big orchard 
and out across the valley to the mountains, that shut him off 
from the turmoil of New York; and as he sits there smoking his 
pipe he thinks things out. 

He knows that the carriers in Ex Parte 87 intend to present 
section 15a to the Commission as a statutory mandate from Con- 
gress, which compels it to grant the increase they ask for. But he 
knows, too, that nothing is more certain than that Congress never 
in fact intended that any law it enacted should be applied in such 
fashion as to grant 29 great railroad systems in the western 
district many millions of dollars that they do not need. And he 
knows also that the Interstate Commerce Commission is not 
easily “‘compelled,”—especially to take action which, as he says, 
would be in accord neither with justice, nor the spirit of the 
law, nor sound economics. 

_ I suspect Mr, Potter has been up on his farm thinking this 
thing out, and that, because he can see it from more angles than 
most railroad managers, he has concluded that the demand of the 
carriers for a general increase as their absolute rule under the 
law, is doomed to denial; and hence his proposed pooling plan. 

_ Whether the railroads that are already getting more than a 
fair return, but hope to get an 11 per cent increase above that, 


would be willing to agree to his plan probably nobody knows 
just now. 


MOVEMENT OF WESTERN CROPS 


L. M. Betts, manager, closed car section, car service division 
of the American Railway Association, has advised railroads and 
members of regional advisory boards, with respect to western 
grain crops and the movement thereof, as follows: 


The attached statement shows details of the July 1 forecast 
of the Department of Agriculture covering wheat production for 
the current year. Summarized the showing is as follows: 

Estimate as of Estimate as of 

July 1,1925 Reduction from1924 June 1,1925 

Winter wheat crop—Bu.403,851,000 186,186,000 or 31.5% 407,156,000 
Spring wheat crop—Bu.275,739,000 6,897,000 or 2.5% 253,729,000 


SS UnEEnEEEEEEEnEneneeeeiee senasdmnamabbiinianinmemn 
: 679,590,000 193,083,000 or 22.1% 660,885,000 

It will be noted that as compared with the estimate for June 1 
there has been a slight further decrease in the expected out turn 
of winter wheat. The only principal states showing improvement 
in the month were Ohio, Indiana and Missouri, while Kansas, 
Oklahoma and Texas show further material reduction. Private 
advices from that section, however, take a more hopeful view 
of the situation. Local forecasters have estimated that the 
Texas crop will be as high as eight million bushels and Oklahoma 
as high as thirty million. 

The government figures confirm private advices that the 
spring wheat crop will be nearly equal to last year. The report 
for July 1 shows a marked improvement in the states of principal 
production—North Dakota, Montana, Minnesota and South Dakota. 
The weather conditions in the northwest have continued favorable, 
and many reliable local authorities believe that the final returns 
will show a crop of spring wheat fully equal to that of last year. 

Early wheat threshed in Texas and Oklahoma is moving 
north to interior mills and elevators. Present prospects are that 
export shipments via Gulf ports will be light, at least during 
the early part of the season. Reports from the territory now 
shipping indicate that while initial shipments are fairly heavy, 
the incentive for early selling does not exist this year to the 
extent that it did last year, and there are those who feel that 
there is more of a tendency on the part of farmers toward orderly 
marketing. 

A record crop of corn of over 3 million bushels is forecast 
and all conditions are favorable. The oats crop will be large but 
somewhat below the average, except in the Northwest where 
growing conditions have been favorable. Barley is above the 
average. 

The July ist report indicates a marked reduction in the 
season’s crop of white potatoes. While acreage is 94.3 per cent 
of last year, the forecast is for a crop only 77.0 per cent of last 
year. All the states in the heavy production territory from 
Maine through New York, Michigan and Wisconsin to Minnesota 
show a substantial reduction. Conditions in Idaho and Colorado 
are favorable and an increase in production is forecast. 

The box car situation as of June 15th is reflected by the 
attached statement. Summarized, it shows: 

A uniformly satisfactory location of cars in all sections of 
the country. 

Box cars on western roads equal to 96.1 per cent of owner- 
ship, with an even higher ratio on central western and north- 
western lines, where the grain movement is getting under way. 

Out of every thousand cars owned by western roads, 684 are 
in Owners’ possession, which is the highest ratio ever attained 
even in periods of light traffic. 

The only box car supply problem this season will be the 
Western agricultural products movement. To insure another 
—, of transportation service unmarred by box car shortage 
requires: 

(a) In the West, prompt return of cars owned by neighboring 
po a with particularly effective enforcement of the “junction 
rule.” 

(b) In the East and South, return of Western cars to home 
lines without any delay. They should be used for home route 
loading if immediately available, but not otherwise. 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 


System, published by West Pulishing Co., St. Paul, Minn. 
Copyright by West Publishing "Co. ) 





REGULATION OF COMMON CARRIER 


Cause of Action Did Not Arise Before Federal Control, if It Did 
Not Accrue so as to Be Enforceable Until After Federal Con- 
trol Began: 

(Circuit Court of Appeals, Fifth Circuit.) Cause of action 
did not arise before period of federal control within Transporta- 
tion Act, Feb. 28, 1920, sec. 206f (Comp. St. Ann. Supp. 1923, 
sec. 100711%4cc), excluding such period in computing limitations, 
if it did not accrue so as to be enforceable until after federal 
control began.—Cocke vs. Morgan’s Louisiana & Texas R. & S. S. 
Co. et al., 4 Fed. (2d) 961. 

At Common Law, Shipper Could Recover Difference Between 
Reasonable Charge and Exorbitant Charge Coercivety 
Exacted by Carrier: 

At common law, shipper had right to recover difference be- 
tween reasonable charge and exorbitant charge coercively ex- 
acted by carrier.—Ibid. 

After Right to Enforce Carrier’s Liability for Coercing Exorbitant 
Charge Is Barred, Bar May Be Removed: 

After shipper’s right to enforce carrier’s common-law lia- 
bility for coercing payment of exorbitant charge has been barred 
by limitation, bar may be removed without violating carrier’s 
rights.—Ibid. 

Federal Transportation Act Held to Operate Retrospectively In 
So Far as It Relates to Claims for Reparation: 
Transportation Act Feb. 28, 1920, sec. 206f (Comp. St. Ann. 

Supp. 1923, sec. 1007114cc), so far as it excludes period of federal 

control from limitation period as to claims for reparation to 

Interstate Commerce Commission for causes arising prior to 

federal control, operates retrospectively so as to revive cause 

of action which had theretofore become barred by Interstate 

Commerce Act, sec. 16, par. 2 (Comp. St., sec. 8584). 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
‘aun. published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing’ Co.) 








LOSS OF OR INJURY TO GOODS 
Carrier Has Lien for Freight Charges on Goods Under Its 

Control: 

(Supreme Court of Arkansas.) Carrier has lien on goods 
transported, for freight charges, while it retains dominion and 
control over the goods.—Mays et al. vs. Missouri & N. A. Ry. Co., 
271 S. W. 977. 

Exclusion of Evidence, Offered to Show That Cotton Was Stored 
in Order to Preserve Carrier’s Lien, Held Proper: 

In action against carrier for destruction by fire of cotton 
stored in warehouse, exclusion of evidence, offered by plaintiffs 
to show that delivery of cotton to warehouse by carrier was for 
purpose of preserving carrier’s lien for freight, is proper, when 
such evidence would contradict plaintiffs’ testimony that cotton 
was delivered to warehouse in pursuance to direction of bill of 
lading.—Ibid. 

Lightning Causing Fire Is “Act of God,” Relieving Carrier from 

Liability for Loss of Cotton Stored: 

Lightning which struck warehouse in which carrier had 
stored cotton, and caused fire which destroyed cotton, is act of 
God, relieving carrier from any liability.—Ibid. 


BILLS OF LADING 
Bank Held Not Purchaser of Order Bill of Lading with Attached 

Draft for Price, Relative to Right of Buyer of Goods to 

Attach Proceeds of Draft: 

One of the banks through which there was forwarded for 
collection a draft, drawn by seller of cotton on buyer for price, 
attached to order bill of lading, though giving its forwarding 
correspondent a credit for the amount of the draft, to be charged 
back, however, to such correspondent if draft was not paid, was 
not a bona fide purchaser for value of the bill, within federal 
Uniform Bills of Lading Act (U. S. Comp. secs. 8604aaa-8604w), 
80 as to prevent proceeds of draft, after its payment by buyer 
of cotton, being attached by him on rescinding for defect in 
quality of cotton.—Liberty Central Trust Co. of St. Louis, Mo. 
vs. Senton, 104 So. 157. 

Status and Rights of Parties Unaffected by Collecting Bank’s 

Indorsement on Draft of No Guaranty of Goods: 

The status and rights of the parties in interest could not be 
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changed by a bank through which there was forwarded for col- 
lection a draft for price of goods, attached to order bill of lading 
indorsing on draft that such bank does not guarantee quality 
of goods covered by Bill of Lading.—Ibid. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National R 
System, published by West Publishing Co., St. Paul, =” 
Copyright by West Publishing Co. ) 





Owner of Cargo Held to Assume Risk of Delay Under Contract of 
Affreightment; “Owner’s Risk of Delay’: 

(Circuit Court of Appeals, Second Circuit.) The phrase 
“owner’s risk of delay,” as used in a contract of affreightment 
specifying steamer or steamers expected to sail last half 
July/August, held to mean that owner of intended cargo, not 
owner or charterer of ship, assumed risk of delay.—Heiskell vs. 
Furness, Withy & Co., Ltd., 4 Fed. (2d) 977. 

Contract of Affreightment, Designating Time Steamer Was “Ex- 
pected to Sail,” Held to Give Cargo Owner No Cause of 
Action for Loss of Contract of Sale Because of Delay Beyond 
Expected Sailing Date: 

Where contract of affreightment specified steamer or 
steamers “expected to sail” from designated port “last half 
July/August. * * * Owner’s risk of delay,” the fact that 
steamer sailed from designated port some two or three weeks 
after expected time held to give owner of cargo no cause of 
action for damages for loss of contract of sale due to delay. 
—Ibid. 

Evidence Held to Prove Damage to Linseed Due to Bad Dunnage 
and Unseaworthy Condition of Ship: 

(Circuit Court of Appeals, Second Circuit.) Evidence held 
to prove damage to linseed was due to bad dunnage and failure 
to close air strakes, making ship unseaworthy, and not to se- 
verity of storm.—The Oakley C. Curtis, 4 Fed. (2d) 979. 
Damage to Linseed Due to Faulty Dunnage Held Chargeable to 

Ship, Though Cargo Was Stowed by Charterer’s Agent: 

Damage to linseed due to bad dunnage was chargeable to 
ship, though linseed was stowed by charterer’s agent, where 
such agent stowed it at directions of master and mate, and ship 
was dunnaged by stevedore, appointed by master, and faulty 
dunnage was not apparent, since charterer’s agent could assume 
that ship has been properly fitted to receive cago.—Ibid. 
Damage to Linseed Due to Leaks About Pump House and Hole 

in Galley Floor Held Chargeable to Ship: 

Damage to linseed caused by leaks about pump house on 
the ’tween decks, and hole in galley floor, held chargeable to 
a such leaks and hole constituting an unseaworthy condition. 
—Ibid. 

Seaworthiness Depends Upon Kind of Cargo Carried: 
Seaworthiness depends upon kind of cargo carried.—Ibid. 

Ship Not “Common Carrier” Where Whole Is Chartered: 

Ship is not a common carrier, where the whole of the ship 
is chartered.—Ibid. 

Damage to Linseed Caused by Hole in Waste Pipe Held Not 
Chargeable to Ship: 

Damage to linseed due to hole in waste pipe held not 
chargeable to ship, in the absence of a showing that ship was 
unseaworthy at outset of voyage, where rats had probably 
gnawed hole in waste. pipe.—Ibid. 

Libelant Had Burden of Proving that Unseaworthy Condition 
Existed at Outset of Voyage: 

In libe| for damage to linseed due to hole in waste pipe, 
libelant had burden of proving that the ship was unseaworthy 
at outset of voyage.—lIbid. 

Separation of Damaged Linseed from Undamaged Portion of 
Cargo Prima Facie Correct; 

Separation of damaged linseed from that part of cargo which 
was undamaged during voyage held prima facie correct.—Ibid. 
Evidence Held to Prove Damage from Sea Water Due to Severity 

of Storm, and Not Unseaworthy Condition of Vessel: 

(Circuit Court of Appeals, Second Circuit.) In libel for 
damage to coffee from sea water, evidence held to prove that 
vessel was seaworthy at outset of voyage, and that damage 
was due to severity of storm, and therefore to peril of sea, re- 
lieving ship of liability—-The Rosalie Hull, 4 Fed. (2d) 985. 
Damage from Sea Water to Coffee Due to Severe Storm, and 

Not Unseaworthy Condition of Vessel, Not Chargeable to 

Ship: 

Where vessel was seaworthy in every particular at outset of 
voyage and the damage to coffee by sea water was due to so 
severe a storm that it may be properly regarded as a peril of 
the sea, the ship was not liable—Ibid. 

Carrier Has Burden of Showing Connection of Damage from Sea 
Water and Exception Against Sea Peril: 

Carrier has burden of showing connection of damage from 
sea water and exception against sea perils.—Ibid. 
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Necessary “Deviation” Held Not to Affect Relations or Obliga- 
tions of Vessel: 

Where bill of lading gave vessel discretion to deviate from 
usual course, and where it was necessary for vessel to deviate 
from course to replenish supplies and repair sails, there was 
no deviation affecting relations or obligations of the vessel, since 
“deviation” to have such effect must be a voluntary departure 
without necessity or reasonable cause.—Ibid. 

Leaky Vessel Liable for All Water Damage to Cargo, in Absence 
of Special Arrangement as to Stowing and Dunnaging: 
(District Court, D., Massachusetts.) In absence of special 

arrangement between shipowner and charterer, leaky vessel is 

liable for entire water damage, unless dunnaging and stowing 
were jointly done by her and charterer, and fact that charterer’s 
stevedore attended to ballasting and dunnaging of vessel does 
not relieve vessel, in absence of proof of such special arrange- 

ment.—In re McDonald Transp. Co., 4 Fed. Rep. (2d) 1010. 

Owner of New Wooden Schooner Held Entitled to Limit Liability 
for Water Damage Due to Leaks and Improper Dunnaging: 
As respects right to limit liability, under Rev. St., sec. 4283 

(Comp. St., sec. 8021), ordinarily owner, who sends leaky vessel 
to sea, is not free from personal fault; but owner of new wooden 
ship held without personal fault, where there was no evidence 
of leak before commencement of voyage, and during voyage 
there was no opportunity for repairs, the leak being easily con- 
trolled by pumps and in no way endangering ship, though, due to 
improper dunaging, cargo was damaged by water.—Ibid. 


MOVEMENT FOUND INTRASTATE 


In a judgment in equity No. 498, Standard Oil Company 
(New Jersey) vs. Atlantic Coast Line, and equity No. 499, Same 
vs. Seaboard Air Line, in the federal court for the eastern dis- 
trict of North Carolina, Judge Isaac M. Meekins has made what 
is believed to be an illuminating declaration of the rule for 
determining when the jurisdiction of a state attaches to prop- 
erty that has been brought into the state in question. In this 
case Judge Meekins awarded a permanent injunction to the 
Standard forbidding the railroads to exact rates on the move- 
ment of petroleum products from its storage and barreling 
plant at Wilmington to destinations in North Carolina any 
higher than the intrastate rates. 

Oil is brought to the Wilmington plant by Standard tank 
steamers from the Baton Rouge refinery. There it is pumped 
into tanks from which it is dispensed, some in tank cars to sub- 
stations of the Standard, some in tank cars to customers other 
than the sub-stations, some by tank wagon to customers in 
Wilmington, and some is put into barrels and sent out in box 
cars. As to the oil put into barrels and sent out in box cars, 
the railroads admitted it was entitled to intrastate rates. The 
cases were argued by Wilbur LaRoe, Jr., for the Standard, and 
by Frank W. Gwathmey for the railroads, so the matter was 
presented to the court by men who knew the whole line of 
cases from Coe vs. Errol down to the most recent, including the 
Sabine Tram and Worthington cases. 

Broadly speaking, Judge Meekins said that if interruptions 
in the journey from one state to another were merely the inci- 
dents of transportation, there was no such interruption of the 
ebntinuity of the movement as resulted in changing the char- 
acter of the commerce from interstate to state; that if the inter- 
ruption is for the benefit of the owner’s or consignee’s benefit 
(not merely a subterfuge of rate manipulation), and the goods 
pass into the control of the owner or consignee to the exclusion 
of the possession or control of the carrier, such stoppage is a 
break in the legal continuity of the movement and any further 
movement is to be regarded as wholly independent. On that 
point, the judge said: 


The distinction between interruption of shipments in interstate 
commerce, which do, and which do not break the legal continuity of 
movement, vital to this controversy, appears to be this: If the stoppage 
is in good faith (i. e., not merely a subterfuge of rate manipulation), 
and the goods pass into the actual possession and control of the 
consignee or owner for the benefit of his own business, to the exclu- 
sion of the possession or control of the carrier, such stoppage would 
be effective to break the legal continuity of the movement and any 
further shipments of the goods would be regarded as wholly inde- 
pendent movements. But if this stoppage is essentially a trans- 
portational incident, however much it may benefit the consignee or 
owner by way of enabling him to subdivide and re-direct the ship- 
ment or otherwise, the goods remaining the while in the actual or 
constructive custody or control of the carrier, in such circumstances 
at least, th stoppage could have no effect to break the continuity 
of the movement, and the goods, to their ultimate destination or 
destinations, would retain all the characteristics and immunities of 
shipments in interstate commerce. ‘ 

If the foregoing propositions are well founded in reason and 
authority, the conclusion is obvious that the interstate movement 
of complainant’s commodities terminates at Wilmington; that they 
thereupon become incorporated in the general mass of property of 
the state, and their subsequent intrastate carriage by common car- 
riers is subject-matter of the state’s jurisdiction of rate control, 
gl say gees complainant, therefore, is entitled to the relief prayed 

y its ‘ ‘ 

In conclusion, my thought is that in the instant case, the power 
of the federal government, under the constitution, is not assailed 
in any of its rights; that the proper jurisdiction of the Interstate 
Commerce Commission is not involved or questioned; that no con- 
flict exists between the rival claims of complainant and defendants 
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suggesting any curtailment of the power of the national government 
over interstate commerce in the fullest meaning of that term to 
compel the adoption of the position of the defendants. 

Upon the other hand, a recollection of our legal history, of the 
particular solicitude of the founders to preserve the dual forin of 
our government in almost all matters, make us pause with some fee]- 
ing of impending danger—an alarm sounded by the Supreme Court 
of the U. S. itself in the so-called child labor cases not long since 
decided by that high tribunal, at the attempted unwarranted exten- 
sion of federal power over all manner of domestic problems, to the 
inevitable end that sooner or later the demarcation between the 


constitutional limitations on federal power and the state power will 
be obliterated. 


Among the statements of fact made by the judge in the 
course of his opinion were that the Standard did not know 
where the oil was going when it was received at Wilmington, 
the amount dispensed from that branch of the Charlotte station 
in 1923 having been 39,000,000 gallons; that the railroads did not 
undertake to exact interstate rates on the barreled products; 
that for ten years prior to the collection of the interstate rates 
which caused the prayer for injunction to be made, intrastate 
rates had been applied; that for years the Standard had paid 
state taxes on products held in storage at the time the tax re- 
turn had to be made; that the company had between 15,000 and 
20,000 customers in North Carolina, some of which were tank. 
carload customers, and that of the 1,500 garages and 550 drive-in 
stations in the state only two per cent were owned by the 
complainant. 

The judge said that it was evident from the nature of the 
complainant’s business that it could not know when a shipment 
of oil arrived at Wilmington where it would be sent, and that 
not always were points in North Carolina always supplied from 
the Wilmington plant, Norfolk station also sending petroleum 
products to points at times supplied by the Wilmington plant. 


R. R. LEGISLATIVE PROSPECTS 


The Traffic World Washington Burcau 


Senator Watson, of Indiana, chairman of the Senate inter- 
state commerce committee, has expressed the opinion that final 
action will not be taken at the next session of Congress on 
important proposed changes in the interstate commerce act. He 
believes that indications point to a situation in the next session 
somewhat similar to that which existed in the last session with 
respect to final action on proposed changes in the law. 

Chairman Watson believes that amendments and changes in 
the law relating to consolidation of railroads, the Railroad 
Labor Board, section 15a, and the long-and-short-haul clause of 
section 4 probably will be urged at the next session. 

As to changes in the consolidation provisions of the present 
law, the chairman at this time feels that it would be better to 
defer action looking toward changes because the railroads appear 
to be making progress in the matter of unification of properties. 
He believes that the chief objection to the “consolidations” that 
have been going forward lies in the fact that strong roads are 
combining with strong roads and that the weak lines are not 
being taken in. If such a policy is carried too far, in the opinion 
of Senator Watson, the primary purpose of consolidation will be 
defeated. 

Senator Gooding, of Idaho, has a promise that the committee 
will hold hearings at the next session on a long-and-short-haul 
bill. A concerted drive will be made by Gooding and his fol- 
lowers to get action on such a Dill. 

Chairman Watson said a quorum of the committee would 
be present at all hearings of the committee at the next session. 
In the last few years a quorum at the committee’s hearings has 
been the exception rather than the rule, and often only two or 
three members have been present. 


HOOVER ON TRANSPORTATION 


Secretary of Commerce Hoover, in a foreword of the new 
“Commerce Yearbook,” reviewing business conditions in 1924, 
said, with respect to transportation: 


Transportation showed increasing efficiency and its very effi- 
ciency has resulted in a mild revolution in distribution of goods. 
Under assured delivery, long advance orders to manufacturers are 
becoming less in volume, thus tending to reduce the capital 
invested in current national stocks of goods and consequently 
the cost of distribution. The shipping industry shows some im- 
provement in 1924, although it has not yet reached a basis of 
stability. 

The “Commerce Yearbook” is an annual review of world 
industry and commerce with special reference to the economic 
situation in the United States. 


GUARANTY OVERPAYMENT 


The Commission has certified to the Secretary of the Treas- 
ury that the Chicago, Indianapolis & Louisville was overpaid to 
the extent of $198,484.95 on account of the guaranty for the six 
months after the end of federal control, under section 209 of 
the transportation act. The Commission found that the total 
amount necessary to make good the guaranty to the carrier was 
$1,076,515.05, while a total of $1,275,000 had been paid in ad- 
vances. 
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Transit Services and Privileges 


Eleventh of a Series of Thirteen Articles on This Subject Written for The Traffic World by 
G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce and Transportation, 
University of Pennsylvania 


Transit Arrangements on Animals and the Products of Animals 


Carriers are permitted to publish, in their transit tariffs, ar- 
rangements and charges governing the stopping off of shipments 
of live stock in transit to feed and graze the animals, as required 
py the provisions of the act of Congress, approved June 29, 
1906,—the so-called “twenty-eight hour law.” The Commission 
has given the carriers publishing such tariffs permission to 
provide that they will furnish feed at the current market prices 
and bill the shippers or owners for such cost plus an additional 
fee not exceeding 10 per cent of the cost price to compensate 
the carriers for their services.’ 

Arrangements have been made in the past for stopping the 
carload shipments of live stock at intermediate points en route 
between the original shipping points and final destinations 
partly to unload and reload the cars. These arrangements were 
originally granted shippers to avoid the long drives overland 
to the larger shipping points, which entailed expense and caused 
shrinkage in the weight of the stock. 

Investigation by the Commission disclosed the fact that the 
shippers of live stock were not availing themselves of the privi- 
leges, only three or four per cent of the shippers on the lines 
of ten of the largest railroads in the Northwest using the service 
at all. The Commission found that the frequent stops at junc- 
tion and way points resulted in serious disturbances in the 
freight train schedules of the carriers; consequently the Commis- 
sion declined in December 14, 1914, to require the carriers to 
continue these arrangements.? 

In its finding dismissing the complaints the Commission 
said in part: 


The need for expeditious service distinguishes the transporta- 
tion of live stock from that of other commodities for which a 
stoppage service is provided. Facilities are maintained at all 
shipping points for the accumulation of carload lots of cattle 
which the shippers may use without charge. 

Carriers assert that lean cattle have been shipped from 
one point and replaced by fatted at another where cars have been 
stopped presumably only for further loading. The inability of the 
earriers to police effectively the stoppage service has resulted 
in the manipulation of rates and consequent discriminations. 

In the light of the evidence which has been submitted we 
find that the discontinuance of the practice of stopping live- 
stock cars in transit to a loading or for partial unloading 
is not unreasonable. 


The Commission has insisted that transit services of this 
character be carefully policed. In the cases of the investigation 
of alleged unreasonable rates and practices involved in the 
transportation of wool, hides, and pelts from various Western 
points of origin to Eastern destinations and on two other 
dockets consolidated with this case, the Commission upheld 
transit privileges as beneficial in its application, in many cases. 
The commercial operations in this country have, in many in- 
stances, grown up on the exercise of transit privileges. The 
Commission has never held that transit was to be condemned 
in so far as it was beneficial and could properly be applied. 


Carriers in the past and to some extent in the present have 
gone to unwarranted lengths in the granting of transit privileges. 
When the right of transit is applied in improper cases or extended 
to an improper degree, the result is confusion and discrimination. 
In so far as transit lends itself to the defeating of the published 
rate or to the preference of one individual or locality over another, 
this Commission has condemned it.* 


The Commission has required strict adherence to the require- 
ments of the tariffs in using transit privileges. In a Conference 
Ruling issued in 1908, the Commission held that a transit privi- 
lege not availed of within the time limit could be renewed after 
the expiration of the time limits allowed in the tariffs. In this 
case, a shipper of sheep,’stopped off to graze in transit, was 
prevented, because of a severe snow storm, from getting his 
Sheep to the station before the grazing privilege expired as 
provided in the time limit prescribed in the traiff. The Com- 
mission held that the carrier could not lawfully take the sheep 
forward on the rates that would have been applicable under the 
tariff had the sheep been shipped within the time limit.‘ 


Miscellaneous Live-Stock Transit Services 


Shipments of live stock may be stopped-off in transit, ac- 
cording to the provisions of a miscellaneous group of transit 


1Interstate Commerce Commission, Conference Ruling 442, 
amending Conference Ruling 17. 

*See Hoyt and Bergen vs. Ng C. & N. W., $2 1. C. C. 319s also 
Dockets 4972, 4972 (Sub. 1), 6394, I. & S. Dockets 410 and 498. 

3In re- transportation of Wool, Hides and Pelts, 23 I. C. C. 151; 
the Railroad Commission of Oregon, vs. the O. R. & N.; and the 
National Wool Growers’ Association vs. the O. S. L. R. R., Same, 

*Interstate Commerce Commission, Conference Ruling 53. 


tariffs, to be fed, grazed, and watered while the animals are 
being rested, and may also be stopped for longer periods on their 
way from the farms and ranches to be fed to fatten them so as 
to bring them into condition for market. Shipments of hogs may 
be stopped, when the hogs are overheated, to cool them by 
drenching them with water. Animals may be dipped to rid them 
of vermin, and other miscellaneous services are allowed to 
permit the more convenient marketing of the animals in the 
great consuming markets of the country. 

On the way to ultimate destinations, shipments may be 
stopped off at markets to test the market and the cars may be 
reconsigned to other markets if the ones at which the shipments 
are stopped are found to be unfavorable or already adequately 
supplied with the particular kinds of live stock in the shipments. 


Stop-Off of Fresh Dressed Meats 


Arrangements are in effect in many sections of the country 
by the terms of which carload quantities of fresh dressed meats, 
packing house products, and provisions, as described by the 
tariffs, exceptions to classification or classifications, which ever 
are properly applicable, may be stopped in transit at points 
strictly intermediate between the points of origin and final 
destinations on the lines of the carriers granting the privileges, 
to permit the partial unloading of the cars at such points. 

As in the case of the stopping in transit of carloads of deci- 
duous fruits, described previously, a time limit of twenty-four 
hours is provided by the typical tariffs governing the privilege. 
Stop-offs are not granted at prepay or non-agency stations nor to 
shipments that are consigned “to order,” “notify,” or “to order, 
care of.” 

Similarly, the carriers do not assume any liability for dam- 
ages to the contents of the car caused by delays that may occur 
at the unloading points. The partial unloading of the cars are 
attended to by the users of the transit privilege and must be 
accomplished without delay. Substitution of other property for 
that originally loaded in the cars at the original shipping points 
or any exchange of any nature in the contents of the cars is 
prohibited. 

A charge is added for each stop-off point to the through 
rate from point of origin to final destination via the stop-off 
points. A typical transit tariff provides that, when the stop- 
off points are strictly intermediate on the direct line from point 
of origin to final destination, a charge of $6.30 a car is provided 
for each stop-off, except when the carload rate from the orig- 
inating point to the stop-off points at which the shipment is 
partially unloaded exceeds the rate from the point of origin 
to final destination. In such cases, the through charges are 
computed on the basis of the rates from points of origin to the 
stop-off points, plus the stop-off charges. 

On shipments stopped at points on the line of the railroad, 
but not on the direct line from points of origin to final destina- 
tion so that additional back hauls or out of route hauls are 
necessary, additional charges at the rate of $6.30 a car for each 








POSITIONS WANTED OR OPEN 





GOOD TRAFFIC MEN ay - MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in ~=% with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
point type; payable in. advance. Answers to keyed advertisements 
seperen@el free and all correspondence held in strict confidence, The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Il. 





POSITION WANTED—tTraffic manager or assistant, eighteen 
years railroad and industrial experience, past several years with paper 
mills, now employed. Experienced in handling cases before I. C. C. 
Address Box 819, care Traffic World, Chicago, Ill. 





WANTED—Railway Supply Salesman who is now calling on the 
Transportation and Claim Departments of Railroads, to sell a special 
now in general use. Address Box 813, care Traffic World, Chicago, 








FOR SALE—300 Gondolas—eighty capacity, wood body steel truck; 
two hundred in first-class condition, one hundred in fair condition. 
Sacrifice price to move quick; wire, phone or write, Zelnicker, 511 
Locust Street, St. Louis, Mo. Rails, steel piling, tanks, everything 
for the contractor. 





FOR SALE—One 56 drawer Wetzel Drop Front Tariff file. Ma- 
hogany. Practically new and in perfect condition. The Colton 
Brothers Co., Bellefontaine, Ohio. 
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30 miles or fraction thereof are assessed to and from the points 
where the cars are handled out of route. These charges are 
added to the through rates and regular stop-off charges. The 
out of route mileage computations are based on the distances 
shown in the official mileage tariffs of the roads.° 


Stopping and Storage in Transit of Dressed Meats 


Carload shipments of dressed meats, provisions, and packing 
house products, including bladders, casings, dry chile-concarne, 
cracklings, grease, lard and lard substitutes in solid forms, liquid 
ox-gall, cured or pickled meats, including beef, mutton, and 
pork, cooked meats, neats-foot stock, cottonseed, lard, neats-foot, 
oleo and tallow oils, oleo stock, pickled pigs feet, pizzles, pickled, 
cured, or cooked sausage, stearine, tallow, cooked, cured, or 
pickled tongues, cooked, cured, or pickled tripe, and dry 
weasands, may be stopped and stored in storage warehouses at 
transit points and subsequently reconsigned to final destinations. 

A typical tariff of rules governing the storage in transit 
privilege limits time for storage to nine months from the date 
of unloading the goods into the storage warehouses at the transit 
points. A stop-off charge is usually added to the through rate 
from point of origin to final destination in effect via the transit 
point. The tariff referred to provides that the shipments to the 
transit points must be consigned at the local rates from the 
points of origin to the transit points-and, when reconsigned and 
reforwarded, the through rates from the points of origin to final 
destinations in effect at the time shipments were originated are 
assessed and a stop-off charge of $6.75 a car is added to each 
outbound car. Switching charges to or from the storage plants 
at the storage points are subject to the rules and regulations 
of the individual carriers governing on shipments destined to or 
originating at the transit or storage points. 

Prospective users of this privilege must make written appli- 
cation to the carriers and must comply with the rules, keep 
records in the manner prescribed by the carriers, prepare state- 
ments and submit affidavits as to the accuracy of the records. 
Inspection of the premises of the storage houses and records 
are made by the inspection bureaus or carriers’ representatives. 

Unlike the restriction that stop-offs partially to unload may 
not be made on shipments consigned “to-order,” a rule of the 
storage in transit tariff provides that straight shipments must 
be consigned to the parties who make use of the privileges, while 
shipments also may be consigned “to order.” In such cases 
the “notify-parties’” must be those using the storage privileges. 
The original bills of lading covering such “order” shipments 
must, in every instance, be surrendered to the agents of the 
carriers at the storage points before the property is allowed 
to go out of the possession of the carriers.’ 

The strict identity of the dressed meats, provisions, and 
packing house products need not be preserved, but it is not 
permitted that any substitutions be made of products originating 
in one rate territory for those of the same character originating 
in other territories whereby the integrity of the through rates is 
impaired. This requirement is unlike the provision that no 


substitutions of any sort may be made in shipments stopped 
partially to unload.’ 


Storage in Transit of Dairy Products and Dressed Poultry 


Butter, cheese, eggs, and dressed poultry in carload ship- 
ments may be stopped in transit to be stored and subsequently 
reconsigned and forwarded to final destinations on the lines 
of the carriers granting the privilege or on the lines of con- 
nections. As most shipments of these commodities move under 
refrigeration and must be stored in cold storage, the rules of 
the typical transit tariffs governing the arrangements provide 
that the shipments that have to be taken out of cold storage 
and reforwarded are considered as new shipments, insofar as 
refrigeration charges are concerned. The refrigeration charges 
on the shipments from the points of origin to the storage points 
are collected when the goods are placed in storage. When 
they are taken out and reshipped, the refrigeration charges 
from the transit points to the final destinations, as provided for 
in the tariffs of the carriers that are legally effective and applic- 
able, are assessed. 


The carriers are not responsible for loss or damage to the 
butter, cheese, eggs, or dressed poultry stored in transit. While 
waiting in storage to be reforwarded, the custody and possession 
of the goods is that of the owners and not of the carriers. 

A charge is usually assessed for the storage in transit privi- 
lege. A tariff of the Erie Railroad provides for a charge of three 
cents a hundred pounds, carload minimum $6.30 a car, on each 
inbound car in addition to the through rate. This charge is 
made for storage in transit privileges at Rochester, Indiana, on 
traffic originating at Chicago, Illinois, East St. Louis, Ill., St. 
Louis, Mo., and points in Trans-Mississippi and Northwestern 
territories and from other specified western points that reach 


5See P. R. R., F. D. No. 335, I. C. C. No. 18908, Item No. 10, Pre- 
amble and Rule 1. 
C. No. 8197, 


®See C. C. C. and St. L. Circular No. G-688, 
Rule 4. For list of packing house products, see Tid, Not e1, 

7™C. C. C. and St. L. Circular No. G-688, Rule 17. 

*See P. R. R., F. D. No, 335, Item No. 10, Rule 3. 





Vol. XXXVI, No, 3 


the Erie Railroad in the Chicago District, to be ultimately refor. 
warded to points on connecting lines via junctions at or east 
of Marion.’ 

The Lake Erie and Western Railroad publishes a tariff of 
rules governing the storage in transit at Fort Wayne, Indiana, 
of straight or mixed carload shipments of butter, eggs, cheese, 
frozen rabbits, and dressed poultry, and of straight carloads 
of fresh meats. A time limit of nine months is provided for the 
storage of all such shipments, calculated from the time of delivery 
of the cars at the storage houses. 

The lawfully effected through rates from points of ship. 
ment to final destinations via the storage points, in effect at 
the time shipments are made from the points of origin, are 
charged. To these charges are added: 2% cents a hundred 
pounds, minimum $5.00 per outbound car, on shipments of butter, 
eggs, cheese, frozen rabbits and dressed poultry; and $5.00 per 
outbound car on shipments of fresh meats. These extra transit 


charges are payable to the agent of the carrier at the transit 
point.” 


Transit Privileges on Wool and Mohair 


Broader privileges than the mere stopping-off, unloading, stor- 
age, reconsigning, and reforwarding privileges extended to 
animal products discussed previously are extended to carload 
shipments of wool or mohair. The privileges include the stop. 
ping for inspection, weighing, assorting, grading, storing, change 
of ownership, consignee or destination, and the subsequent re- 
forwarding of the goods in carload lots to final destinations. 
The processes allowed are those that tend to standardize and 
classify but not any processes that change the character or 
improve the qualities of the goods. 

The period of time for the completion of any or all of these 
privileges is usually limited to twelve months from the dates on 
which the goods are unloaded into the transit houses. 

It is recognized by the carriers that it is not practicable 
to preserve the strict identity of the wool and mohair in handling 
the goods through the transit houses. The tariffs, therefore, do 
not require that this be done. The rules do not, however, permit 
the reforwarding of more tonnage than is received at the transit 
houses under transit arrangements less losses in weight by 
reason of shrinkage, invisible losses, and the amounts disposed 
of locally or disposed of in any other way. 

When, in the sorting or separation processes, a different 
kind of wool or mohair from that originally received at the 
transit point develops, the kinds sorted or separated from the 
commodities originally received may be forwarded as an equiv- 
alent of these commodities. The shippers must certify on the 
shipping directions that the goods forwarded were separated 
or assorted from the wool or mohair actually received at the 
transit points. 

Mixed shipments of transit and non-transit wool or mohair 
are permitted to be made in the same cars, provided the identity 
of the transit and non-transit commodities are preserved. The 
transit carload rates legally applicable to the transit portions of 
the shipments, as evidenced by the inbound transit freight bills 
surrendered at the transit points, and the local carload rates 
from the transit points to final destinations on the non-transit 
portions, are respectively applied. The carload minimum weight 
applicable on each shipment is the highest minimum applying 
on any kind of wool or mohair in the car. 

Thus, if a mixed shipment consisting of 20,000 pounds of 
transit wool from Wapltown, Montana, destined to New York via 
Chicago, moving at a through rate of $2.50 a hundred and 
15,000 pounds of non-transit wool from Chicago to New York, 
between which points a rate of $1.42 a hundred was in force, 
were forwarded in a single car from a transit house in the 
Chicago district the mixture would be rated as follows: 


20,000 pounds at $2.50 per hundredweight.............e0. $500.00 

15, 000 pounds at $1.42 per hundredweight................ 213.00 
Aggregate transit and non-transit charge........... $713.00 
DIMM CPOTIOLE CHARBG 666s ciicacwvoscescevene ee owe 





If the carload minimum from Wooltown to New York on 
the transit wool was 40,000 pounds and the minimum applying 
to the kind of wool from Chicago to New York were 35,000, the 
higher of these minima—40,000 pounds—would be assessed. The 
charges on this hypothetical shipment would be raised by adding 
the deficiency to the non-transit portion; that is, the actual 
weight of 35,000 pounds would be increased to 40,000 pounds 
by adding the deficiency of 5,000 pounds to the non-transit 
portion. Charges would be assessed as follows: 


20,000 pounds at $2.50 per hundredweight..........sseccessscsece $500.00 
15, 000 pounds actual weight increased by deficiency of 5,000 

to 20,000 pounds at $1.42 per hundredweight...............e0+- 284.00 

Aggregate transit and non-transit charges..........seeee. . -$784.00 


Plus transit charge (minimum) 


To this is added a transit charge for the stop-off privilege. 


: “mg Railroad Local Freight Tariff No. C, I. C. C. No. A-6573. 


. E. & W. Freight Tariff No. 920-B, 


. C. C. No. 2780, Rules 12 
oon 13. 
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READY NOW 


Hartman’s Eastern Freight Rates 
CLASS RATES 


FROM 


NEW YORK CINCINNATI CHICAGO 
BOSTON CLEVELAND MILWAUKEE 
BALTIMORE ST. LOUIS PITTSBURGH 
PHILADELPHIA DETROIT 
To Stations of Destination in Official and Southern 
Classification Territories 


Issued in Loose Leaf Form with a Distribution of Revised Pages 
at Monthly Intervals 


THIS BOOK WILL BE SENT ON APPROVAL 


W. J. HARTMAN, Publisher 


41 Park Row, NEW YORK 732 Federal Street, CHICAGO 


Attach to Your Letter Head and Return 


W. J. HARTMAN, PUBLISHER 
732 Federal St., Chicago 


Send Hartman’s Eastern Freight Rates on 30 Days trial. Our only 
obligation is the return of the issue if it is not satisfactory. 





The personnel of the special service 
department of The Traffic Service Cor- 
poration, located in Washington, D. C., 
comprises specialists in the handling 
of rate and traffic problems, who also 
combine a general traffic knowledge 
with that of commerce law. There is 
no better source from which to obtain 
reliable rate and statistical data of 
whatsoever nature for use by com- 
merce attorneys, traffic managers, and 
shippers who contemplate action be- 
fore the Interstate Commerce Com- 
mission. 


The Traffic Service Corporation 


310 Mills Building 
WASHINGTON, D. C. 
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Manufacturing Enterprises 
Seeking Advantageous 
Sites 


Ohe 
Port of Houston 


Fifty Miles 
More 
of Water Rates 


ILE after mile of DEEP WATER 
FRONTAGE awaits the manufac- 
turer who seeks the most advan- 
tageous location for his plant. 
SEVENTEEN RAILROADS reach to 

every corner of the interior to bring to the 


door of the manufacturer raw material and . 


to transport such of his product as does 
not travel by WATER to its destination 
with speed and ECONOMY. 


x ke h 
Millions upon millions of dollars are even 
NOW invested in manufacturing concerns 
on HOUSTON’S SHIP CHANNEL and in- 
quiries at a surprising rate are coming in 
daily concerning the cost of land, the de- 


tails of erection and maintenance, from 
interested people. 


eB 


NOW IS THE TIME to take advantage 
of the wonderful opportunities afforded by 
the HOUSTON SHIP CHANNEL which 
leads from Houston, Texas, to the Gulf of 
Mexico, and from there to all the world. 

The story is best told in “PORT HOUS- 
TON,” the official organ of the Port Commis- 
sion, and in “HOUSTON FREIGHT RATE 
BOOK NUMBER ONE,” which gives the 
details of rate and schedule. 


x heh 
SENT FREE ON REQUEST 
Address 


DIRECTOR OF THE PORT 


5th Floor Courthouse 
HOUSTON TEXAS 
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A typical transit tariff provides for a charge of 3 cents a hundred 
pounds to be added to the through rates applicable from the 
points of origin to final destinations effect via the transit points 
at the time the shipments are made from the original points of 
shipments. This charge is assessed against the entire contents 
of the cars if equivalent inbound billing is matched against the 
contents of the outbound cars. In case of a mixed car, such 
as the one used in the illustration, the transit charge is assessed 
only on the portion of the car that has received transit 
privileges.” 

Assuming a carload minimum of 35,000 pounds or less, the 
charges on the first hypothetical case become: 


20,000 pounds at $2.50 per hundredweight.........s+es++- $500.00 
Transit charge, 20,000 pounds per hundredweight........ 6.00 
15,000 pounds at $1.42 per hundredweight..............-. 213.00 
Weked GCHIUGEE. 6.66 cicicccceseceeccccessccvescecsoeteceeees $719.00 


If the shipment were subject to a carload minimum of 
40,000 pounds, the charges would be calculated as follows: 


20,000 pounds at $2.50 per hundredweight........... seseeeeeeees «$500.00 
Transit charge, 20,000 pounds at .03 per hundredweight......... 6.00 
15,000 pounds raised to minimum by adding 5,000 pounds, 20,000 
pounds at $1.42 per hundredweight...........seeeerereeeceeees 284.00 
Total minimum CHAVHOSs <....cccccccccesccesce Lcewbwmeeeques $790.00 


1See C. F. A. Tariff Bureau, Freight Tariff No. 299-A, I. C. C. 
No. 1390. Rules 45 and 55. 


! Personal Notes 


G. L. Tillery has resigned his position as traffic manager of 

the Hebard Cypress Company and its subsidiary, the Waycross 
and Southern Railroad Company, effective August 31. He was 
formerly traffic manager of the South Atlantic Export Company 
and previous to that he was assistant general freight agent in 
charge of rate and tariff bureaus, the Atlantic Coast Line. 
, CC. F. Healy has been made traveling freight agent of the 
M. K. T. at Houston. George K. Reeder has been appointed dis- 
trict freight and passenger agent at New Orleans. A. G. Boyne 
has been made traveling freight agent at Detroit, 

C. W. Goldstein has been made commercial agent of the 
Florida East Coast at Miami. S. H. Williams has been made 
commercial agent at St. Louis, and Antonio Rodriguez has been 
appointed commercial agent at Espignon del Arsenal, Havana, 
Cuba. 

Brooks C. Brown, freight traffic manager of the Southern, 
will have his offices moved from Washington to Atlanta, Ga.; 
G. M. Nolan will be his assistant, both effective August 1. 

B. L. Birkholz has been appointed assistant general agent 
of the freight department,.the Southern Pacific, at New York. 
He was general freight and passenger agent of the El Paso & 
Southwestern. 

David L. Gray, assistant traffic manager of the New York 
Central, has been elected vice-president of the Erie in charge 
of traffic. He succeeds T. C. Powell, resigned to become presi- 
dent of the Chicago & Eastern Illinois. 


Glen C. Ross has been appointed traffic manager of the Du- 
luth, Missabe & Northern at Duluth. 

















DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Chicago will hold a golf outing at the 
Kenosha Club; Kenosha, Wis., July 23. 





The Traffic Club of Pittsburgh will hold its annual outing and 
twenty-fifth anniversary at Idlewild Park, July 20. A program 
of sports, music and dancing is planned. . 





The Knoxville Traffic Club will hold its annual outing at 
Neubert Springs July 22. There will be a lamb barbecue and 
a program of coniests. 





The Traffic Club of Kansas City will hold its annual picnic 
at Swope Park August 20. 





The Traffic Club of Kansas City will meet at luncheon at the 
Hotel Baltimore, July 21. Paul Flagg, of the Kansas City Jour- 
nal-Post, is on the program to tell stories in connection with his 
work. Douglas Wright will sing. 





NORTHWEST BOARD TO MEET 
The Northwest Regional Advisory Board will meet at the 
New Duluth Hotel, Duluth, Minn., July 21. It will be the twelfth 
formal meeting of the board and plans will be made at that 
time for handling the season’s grain crop, which is expected to 
begin moving about August 15, reaching a peak about-September 
1..A- number of sight-seeing trips are planned for those attending 
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the meeting and it is being arranged for members to visit the 
“Exposition of Progress” that will be in operation then. The 
docket for the meeting includes, besides the regular committee 
reports, special reports on the grain situation at Buffalo, freight 
claim prevention, and freight stations. 


LUMBER SHIPMENTS 

Telegraphic reports to the National Lumber Manufacturers’ 
Association from 379 of the larger sawmills of the country coy- 
ering reports of lumber manufacture for the week ended July 
11, indicated a healthier tone for the industry, with 21 more 
mills reporting than for the previous week. Production and 
new business indicate a decided increase, while shipments are 
slightly less than for the previous week. 

The following table compares the national lumber move. 
ment as reflected by the reporting mills of seven regional asso- 
ciations for the three weeks indicated: 


Corresponding Preceding Wk., 


Past Week Week, 1924 1925 (Revised) 
I dics b-sicisler «ble sleloveieracs 379 363 358 
PROGUCHON: 66 ccc civ cise 219,445,578 186,659,957 192,666,414 
SHIPMENTS § ..ccscceses 209,610,743 182,681,162 212,577,740 
Orders (New Bus.)... 235,159,963 203,366,276 212,378,575 


The following revised figures compare the lumber movement 


for the first twenty-eight weeks of 1925 with the same period of 
1924: 


& Production Shipment Orders 

RE. Snieathud paecomtints 6,749,351,649 6,667,713,998 6,520,686,998 
BEE. 6 ca@si-ccosnnenamies 6,547,158,844 6,473,003,036 6,118,534,169 
1925 Increase ........ 202,192,805 194,710,962 402,152,829 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended July 11 amounted to 19,961 cars, as compared with 16,568 
cars the preceding week, according to the Bureau of Agricultural 
Economics of the Department of Agriculture. Increases in the 
movement of potatoes, peaches, and cantaloupes caused the 


increase as compared with the preceding week. Shipments were 
reported as follows: 


Apples, 634 cars; cabbage, 121 cars; cantaloupes, 2,970 cars; 
celery, 82 cars; cherries, 191 cars; cucumbers, 543 cars; eggplant, 
11 cars; grapefruit, 14 cars; grapes, 102 cars; lemons, 333 cars; 
lettuce, 587 cars; miscellaneous melons, 225 cars; mixed citrus 
fruits, 40 cars; mixed deciduous fruits, 246 cars; mixed vegetables, 
555 cars; onions, 224 cars; oranges, 334 cars; peaches, 3,017 cars; 
pears, 376 cars; peppers, 74 cars; plums and prunes, 171 cars; 
strawberries, 17 cars; string beans, 85 cars; sweet potatoes, 11 
cars; tomatoes, 515 cars; watermelons, 3,587 cars; potato (1925 
crop), 4,751 cars; potatoes (1924 crop), 145 cars. 


COAL PRODUCTION AND SHIPMENT 


Bituminous coal production the week ended July 4, curtailed 
by observance of the Fourth of July, is estimated at 7,381,000 
net tons by the Bureau of Mines. Anthracite production is esti- 
mated at 1,514,000 net tons for the same week. 


Cars of bituminous forwarded over the Hudson to eastern 


New York and New England the week ended July 4 totaled 2,266, 
and anthracite, 3,640 cars. 


Bicuminous coal dumpings at Lake Erie ports the week 


ended July 5 amounted to 777,696 net tons, and anthracite, 
79,016 net tons. 


Tidewater bituminous coal shipments from Hampton Roads 
totaled 440,934 net tons for the week ended July 4, of which 
214,154 tons were for New England delivery. 


VOLUME OF TRAFFIC 


Volume of freight traffic handled by the railroads in May 
amounted to 37,146,760,000 net ton-miles, according to reports for 


the month filed by the carriers with the Bureau of Railway 
Economics, whiéh says: 


_ Compared with the corresponding périod last year, this was an 
increase of 3,231,618,000 net ton-miles, or 9.5 per cent, but a decrease 
of 2,450,885,000 net.ton-miles, or 6.2 per cent under the corresponding 
period in 1923. 

Freight traffic in the Eastern district showed an increase of 11 per 
cent over May last year, while in the Southern district there was an 
increase of 12.3 per cent. The Western district showed an increase of 
6.3 per cent. 

For the first five months in 1925, the volume of freight traffic 
amounted to 176,654,923,000 net ton-miles, an increase of 2.3 per cent 
over the corresponding period last year, a decrease of 5.8 per cent 
over the corresponding period in 1923. In the Eastern district there 
was an increase for the five months’ period of 1.8 per cent compared 
with the same period last year, and in the Southern district an in- 
crease of 4.1 per cent. The Western district reported an increase 
of 2.1 per cent. 

The daily average movement per freight car in May was 27.3 
miles, an increase of 1.5 miles compared with May last year, but a 
decrease of 1.3 miles compared with the same month two years ago. 
The average daily movement per freight car in May this year was 
an increase of 4/5 of a mile, compared with the preceding month. 

In computing the average movement per day, account is taken of 
all freight cars in service, including cars in transit, cars in process of 
being loaded and unloaded, cars undergoing or awaiting repairs, and 
also cars on side tracks for which no load is immediately available. 

The average load per freight car in May was 26.9 tons, one-half 
a ton greater than that for May last year, but 1.1 tons under the 


same month in 1923. The average for May was an increase of one 
ton over April this year. 
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HERE IS 
Real Traffic Service 


1. 


A staff of practical and legal traffic experts at 
your call for consultation on any matter that 
may bob up in your office at any time, 


A running report of progress in any matter 
before any government body in which you may 
be interested. This includes formal and informal] 
complaints before the Interstate Commerce 
Commission, matters before the Federal Trade 
Commission, bills in Congress and similar 
matters. 


A careful watch kept and a report made on any 
development in any specific rate in which you 
are apprehensive that a change may be 
attempted. 


A place where you may obtain without charge 
single copies of any document issued by any gov- 
ernment department. This includes reports and 
tentative reports of the Interstate Commerce 
Commission and similar documents. 


An office in the city of Washington where you 
will be furnished with facilities for transacting 
your business whenever you happen to be there. 


NO, THIS SERVICE 
IS NOT EXPENSIVE 








As a matter of fact it is 
part of every subscrip- 
tion for the 


TRAFFIC WORL 


TRAFFIC BULLETIN = 


which is, in itself the most com- 
plete and prompt traffic news 
service available. 


Let us send you a series of samn- 
ples and detailed information. 


= 


The Traffic Service Corporation 





418 So. Market St., Chicago, Ill. 


THE TRAFFIC WORLD 


Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 


From From From 

Baltimore New York Savannah 
Ee July 18 July 22 
EE, Guvwaicieeineceeeees July 28 Aug. 1 Aug. 5& 
WEEE,  vernad’-cdedauen en Aug. 11 Aug. 15 Aug. 19 
PRTG EMR... 6ccccccce Aug. 25 Aug. 29 Sept. 2 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


Through bills of lading issued to Hawaiian Islands, transshipment at 
Los Angeles Harbor without transfer charge, also to all —- of 


California, Oregon, Washington, British Columbia, Alaska and the 
Far East. 


Joint Service with 


HAMBURG-AMERICAN LINE 


NEW YORK TO HAMBURG 


xx*ALBERT BALLIN...July 23 xx*RELIANCE ........ Aug. 11 
xx*RESOLUTE ........ July 28 xtMOUNT CLAY ..... Aug. 13 
xtTHURINGIA ........ July 30 xxfCLEVELAND ...... Aug. 20 


xx*DEUTSCHLAND ...Aug. 6 


¢Cabin and Third Class Passengers. ‘*First, Second and Third 
Class. x Calls at Cohn (Queenstown). xx Calls at Cherbourg and 
Southampton. Loading Pier 86, North River, Foot of West 46th St. 


PHILADELPHIA TO BREMEN AND HAMBURG 


LEGIE (via Baltimore and Hampton Roads).............. July 29 
SUDBURY (via Baltimore and Hampton Roads)........ Aug. 12 
*Hamburg Only. 


BALTIMORE TO BREMEN AND HAMBURG 
LEGIE (via Hampton Roads) ........ccescccecccscccceccs Aug. & 
SUDBURY (via Hampton Roads).........ccccseeseeeees Aug. 19 


NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 
DE i:bsunuebdawe ticle enh eae eineekipE ee Kaneda Ge ome neds Aug. 8 


NEW ORLEANS TO BREMEN AND HAMBURG 
WESTERWALD @eweeeevaeseee ccccccccccccccsccs Last Half of July 


ALSO DIRECT FREIGHT SERVICE FROM U.S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to LONDON, HULL, LEITH, 


DUNDEE and all Scandinavian, Baltic, Mediterranean, 
Levant and African Ports. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 


CHICAGO, 327 South La Salle Street.......... Phone Wabash 4891 
BRANCH OFFICES: 

EN 6 00:05:00: 0:06 c-c0ceseeeneneses 4128 ~— 2 Arcade Bldg. 
oe ee en ee tehell Bidg. 
AGENTS: 
ee ay See eee ae John M. Born 
IEE 54:60 s:006c0\c0 ceesyens Dichmann, Mi ge & Pagh, Ine. 
cn annie 6 aisle ce pb oadawe eons ep eueeee Sprague & Son 
Re Ss bokitie ccescctiveccednebaswes Los yo 8.8. Co. 
SIN 5 sic ccpvicccstcnsemarecomeceund Richard Meyer Co. 
adc wtnannndepecdglee Dichmann, Wright & Pugh, Ine. 
PET EE < cccccccccesoeces Dichmann, Wright & Pugh, Inc. 
i RS A oe 2 ae Columbia Pacific Shipping Co. 


as bie in ccc ce es ress ede ewe ewes Redten & Chrietonsen 
we... ern Sudden & Christensen 
erry ee m. J. mogan & Co. 
SVapue dds ubise dulce stwevaeworreceeous Sudden & Christensen 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation | 


Questions of Interest to Traffic Men 





A QUESTION OF PRONUNCIATION 


Editor The Traffic World: 

My attention having been drawn to the comment on page 13 
of The Traffic World, July 4, 1925, respecting the pronunciation 
of the names of two towns in Texas and Louisiana—Nacogdoches 
and Natchitoches, respectively—I feel impelled to take issue as 
to the pronunciation given by your correspondent, as also to the 
spelling of the former, which is not Nagadoches. I first saw the 
light of day some thirty miles north of Nacogdoches, Texds, and 
am thoroughly familiar with both the pronunciation and spelling 
of these two names. 

Nacogdoches is pronounced Na-cog-do-chez, “a” as in hat, 
“o” as in top, second “o” as in toe, and “e” as in let, the accent 
being on the first and third syllables or syllabi. The pronuncia- 
tion of Natchitoches is somewhat as you give it, Na-chi-tosh, “a” 
as in hat, “i” as in tip, and “o” as in top, the accent being on the 
first and last syllabi. 

This is of no great importance, of course, but I mention it for 
what it may be worth to you. 

Robert Thompson, 
Assistant Attorney, Texas & Pacific Ry. Co. 
Dallas, Texas, July 5, 1925. 


HE ALSO WENT TO MINNEAPOLIS 


Editor The Traffic World: 

We note on page 1648 of your June 27 issue a communication 
headed, “We Beg St. Paul’s Pardon.” 

You were taken severely to task because, in speaking of the 
President, you said: “Now he is going to Minneapolis,” You 
were entirely correct in that statement, as the President did 
come to Minneapolis. So is your correspondent correct in saying 
that he came to St. Paul. While in Minneapolis he paraded with 
Mrs. Coolidge down our main business thoroughfare, Nicollet 
Avenue, and was greeted by, perhaps, one of the largest street 
crowds that ever gathered in this city, the largest in the 
northwest. 

President Coolidge did come this way at the urgent invita- 
tion of the officials of the Norse American Centennial. He was 
not invited to St. Paul but to the Centennial, which was not held 
in Minneapolis; neither was it held in St. Paul, but on the State 
Fair Grounds at Hamline, Minnesota, lying within the limits of 
neither city and actually somewhat nearer, in point of travel time, 
to the center of Minneapolis than to St. Paul. 

The headquarters of the Norse American Centennial, which 
were in existence many months previous to the actual Centennial, 
were in Minneapolis at the Nicollet Hotel and were removed to 
the Fair Grounds during the final period of preparation and dur- 
ing the actual celebration. 

Your correspondent is entirely correct concerning the Presi- 
dent being the house guest of the Secretary of State at St. Paul. 

We are thankful for the generous statements concerning 
Minneapolis in the last paragraph of the letter you print, as we 
are equally enthusiastic concerning St. Paul. 

We are not finding fault with your publication nor do we 
ask you to beg Minneapolis’s pardon, but merely write this letter 
as another bit of evidence added to that which has been piling 
up since time began, that when one is talking about his home 
town or himself he sometimes gets so exuberant that cold facts 
disappear in the romance of narration. 

P. S. Williams, 
Executive Secretary, Minneapolis Civic and Commerce 
Association. 
Minneapolis, July 10, 1925. 


REMEDY IN DIVISIONS 


Editor The Traffic World: 

Referring to your editorial comment in the July 11 issue on 
Mark W. Potter’s plan providing help in the matter of revenue 
for so-called weaker lines in western territory. 

In dealing with the matter of divisions of through rates, 
with which the public, in the past, has had little or nothing to 
do, certain sheets of divisions have remained in effect for per- 
haps twenty or thirty years without change. Mr. Potter’s idea 
is to levy a five per cent increase, bringing in revenue in the 
western territory as a whole, and then, finding some of the 
weaker lines still short of their 5% per cent, to split with them 
by the process of a pooling of proceeds. 

The first snag this strikes is the one which is now a law 
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and which cannot be altered as to the final result, which js 
that any one carrier making over the percentage return provided 
in the act, must split fifty-fifty with the revolving fund and in 
the final outcome these weaker roads, in my estimation, will be 
practically no better off. 

It seems to me that, where through traffic involves a haul 
over both strong and weak lines, in order to relieve the latter, 
an increase in the division of the through rate would materially 
help in the problem of the weak road. Some of the so-called 
weak roads could not be made stronger if, perhaps, they re- 
ceived the entire revenue derived from the through rate. If qa 
revision of the division sheets of a good many of the strong 
roads is made, the natural result is a lessening of their ‘‘excess” 
revenue, going to the point that a general horizontal increase 
which, by the way, I think is all wrong in principle, may or may 
not at this time be necessary, regardless of the percentage 
amount contemplated. 

The position taken by the trunk lines in the matter of divi- 
sions is so strong and is susceptible of so little give and take 
that, in certain cases, disagreement between carriers as to their 
equitable divisions have had to go to the Commission for ad- 
justment. I think it is just as much up to the carriers in the 
country mutually to help in relieving a bad situation as it is 
for them periodically to turn loose propaganda for horizontal 
increases. 

Mr. Potter states the returns of eleven western roads varied 
from 6.02 per cent to 17.12 per cent, while those earning less 
than 5% per cent varied from a deficit of 2.96 per cent to a 
return of 5.46 per cent. From this showing a wholesale revi- 
sion of the carriers’ division sheets might make a different 
showing, not only of the lower return roads but in the revolving 
fund figures of the higher return roads. I think a strong reason 
for creating the “revolving fund” was to give the carriers the 
hint of an opportunity to work out the matter of divisions so 
that the income of all lines in a given rate group would assume 
more the nature of equity, thus aiding the weak roads. 

Mr. Potter’s suggested plan is somewhat like that proposed 
by Eastern Trunk Lines to the New England roads in 1921. 
However, a news item of January 29 is headlined “New Eng- 
land’s Railroads Snub $12,000,000 ‘Gift’.” The record in I. C. C. 
Docket No. 11756 contains some enlightening information on 
this subject. Local communities should bear their proper share 
of the burden of transportation. The revenue derived from 
through rates into and out of a given rate group should be 
properly divisioned to equitably distribute income. Most of our 
so-called weak lines are suffering from lack of nourishment at 
the hands of the relatives who sit at the head of the table and 
not to low rate scales. 

Western rates in and of themselves may need some revision 
upward, but before we settle that, let’s see how the roads as a 
whole in that rate group pan out when excess earnings of 
some are properly divisioned among all by overhauling the dog- 
eared division sheets and printing some new up-to-date ones. 


L. R. Martin, Traffic Manager, 
Oliver Chilled Plow Works. 
South Bend, Ind., July 14, 1925. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period June 
23-30, inclusive, was 307,495 as compared with 308,824 cars in the 
preceding period, while the average daily shortage reported was 
18 cars, made up of 9 box, 5 flat and 4 S. D. stock cars, according 
to the car service division of the American Railway Association. 

The surplus was made up as follows: Box, 130,863; venti- 
lated box, 2,114; auto and furniture, 16,428; total box, 149,405; 
flat, 4,357; gondola, 56,413; hopper, 52,991; total coal, 109,404; 
coke, 3,055; S. D. stock, 19,415; D. D. stock, 2,886; refrigerator, 
17,755; tank, 223; miscellaneous, 995; total, 307,495. 

Canadian rgads reported a surplus of 31,750 box, 400 auto 
and furniture, 875 flat, 1,400 S. D. stock, 1,150 refrigerator and 
315 miscellaneous cars. 


ABANDONMENT OF YARD 


The Pittsburgh & West Virginia has applied to the Commis- 
sion for authority to abandon the freight yards and switch 
tracks known as its “South Side” yard, Pittsburgh, the tracks 
totaling 2,878 feet. Lack of business for the yard was given as 
the reason why the yard and tracks should be abandoned. 
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SOUTH BEND, IND. 


WARNER WAREHOUSE CO. 


Merchandise Storage and Distribution 


New York Central Siding—Free Switching—Pool Car 
Distribution—Negotiable Warehouse Receipts Issued. 
Members: American Warehousemen’s Ass’n 


OF en LOT NET®) 


10S. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 


DENVER, COLORADO ‘an 
Kennicott-Patterson Transfer Co. 


STORAGE AND DISTRIBUTION OF 
Merchandise and Household Goods 
Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 












Kedney Warehouse Co. 


Minneapolis—St. Paul Grand Forks, N. D. 


Members A, W. A.—C. W. C.—Minn. W. A. 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


Merchandise Storage and Pool Car 
cine 'swd Kwa? DIStPIDULION — ss. cazroap 
CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


MEMBERS AWA. O.W.A 


DERER 


SER V/CeE 


TERMINAL 


BU/LOS BETTER BUSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


“Thru SERVICE We Grow” 
GENERAL MERCHANDISE STORAGE and DISTRIBUTION 
Warehouses in All Parts of the City with R. R. Siding 


HORN’S COMMERCIAL WAREHOUSES, tne. 


DETROIT 
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TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 


DISTINCTIVE WAREHOUSE ~— 
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Trucking — Distributing 
Forwarding 
LARGEST HANDLERS OF 
CARLOADS IN MICHIGAN 


524 Eighth S0t. DETROIT 









ST. JOSEPH, aeons 

GEOGRAPHICALLY A 

LOCATED TO RENDER 
DISTRIBUTORS 








AND FORWARDING 
SERVICE 


LOCATING IN CHICAGD 


An Unusual Opportunity 
A VERY HIGH GRADE MODERN WAREHOUSE 
CLOSE TO THE LOOP 


CAN BE LEASED FOR 22c PER SQ. FT. 


The Building Is Sprinklered, Built for Heavy Floor Loads, 
Has Low Insurance Rate, Good Switchtrack Facilities. 
Loading at Truck Bed Level. 


== LOUIS B. BEARDSLEE 
160 N. La Salle St., CHICAGO. State 8323 


Specialists in Switchtrack Property 








Most Sueenwiliih Shippers 
Use Signode Steel Strapping 


BECAUSE IT PAYS 


Gillette, Eastman, Sears-Roebuck, and thousands of the na- 
tion’s most successful concerns in all lines of business use 
Signode the Sealed Steel Strapping. 


Because they can use a lighter container and still have a 
safer shipment—with consequent saving in freight. 


Because Signode protects the shipments from damage and 
pilfering, and last but not least, because it is easily and 
quickly applied. 


Write for sample coil and tools 
Test it in your own Plant without obligation. 


CONSOLIDATED STEEL STRAPPING CO., 
2613 N. Western Ave., Chicago, ill. U.S.A. 
OFFICES IN ALL PRINCIPAL CITIES 


SIGNODE 


fhe Sealed Steel Strapping 
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OCEAN FREIGHT RATES 
The Traffic World New York Bureau 


Ocean freight rates for full cargoes of grain, coal, sugar 
and lumber held steady in the last week. Time charters were 
similarly steady, but activity was limited to a narrow range. 
Most of the grain fixtures were from Montreal to Antwerp- 
Hamburg range. There was little inquiry on the Atlantic sea- 
board for August tonnage, but commitments were reported 
from the North Pacific for distant loading rates at 29s 10d to 
32s. Grain rates from the Plate have been reaching upward 
and British coal shippers have been paying slightly better rates 
for tonnage outward to the Plate. 

Oil charters have been exceptionally dull, but brokers are 
confident that the market is shaping for a recovery in tanker 
rates. Inquiries for tonnage to move coal to European and East 
Coast of South America destinations have helped the market. 
The steadiness in this department of the market is attributed 
mainly to the fact that nearly all prompt tonnage has been 
absorbed by the grain, sugar, lumber, and other trades. Two 
fixtures for Rio were reported at $3.50 and $3.60 respectively. 
Lumber rates from the Pacific remain at about $14. 

Formation of an informal conference for the purpose of 
stabilizing rates in the service between North Pacific and West 
Coast of South America is reported. The lines involved are the 
General Steamship Corporation, Grace, Latin-American, Pan- 
Pacific, Toyo Kisen Kaisha, and Panama Mail. All rates are 
closed on the basis of existing quotations? There has been 
no conference in this trade since 1923. 

A new trans-Pacific rate of $20 on citrus fruits in refriger- 
ation has been authorized by the Pacific Westbound Conference 
for the southern district. This is expected to stimulate ship- 
ments of California fruits to the Far East. The old rate was 
$30, which resulted in many exporters shipping at the ordinary 
stowage rate of $14 with resultant heavy spoilage losses and 
poor sales at destination. 


FORD BID RECEIVED 


The Traffic World Washington Bureax 


Chairman O’Connor of the Shipping Board announced late 
July 10 that W. B. Mayo, chief engineer of the Ford Motor Com- 
pany, had handed him earlier in the day an unsealed bid for 
the 200 ships offered for sale for scrapping purposes. The chair- 
man refused to say what the amount of the bid was, but indi- 
cated that it was considerably higher than any of the bids here- 
tofore received for the vessels. The bid was sent to President 
Palmer of the Fleet Corporation by Mr. O’Connor. Mr. Palmer 
receipted for the certified check accompanying the bid and then 
sealed the bid, to be opened July 16. 

The bid was $1,706,000, as against the highest bid of $1,370,- 
000-received by the board, June 30, from the Boston Iron & 
Metal Company, of Baltimore. The bids submitted by Ford and 
others were opened publicly at the Fleet Corporation offices July. 
Recommendations will be made to the board by President Pal- 
mer and the board probably will act next week on the recom- 
mendations. 

The Boston Iron & Metal Company protested against the 
board accepting any bid until negotiations had been had with it 
on its bid of $1,370,000. It also made a protest against the board 
having made public the amounts of the bids received June 30. 
It said the course pursued by the board was unfair to those who 
had submitted bids on that date and that an unfair advantage 
was given to bidders permitted to submit offers after June 30. 
It also said that its understanding was that the bids were not to 
be made public unless one of them was definitely accepted and 
negotiations had been closed. 

The Ford company said it reserved the right to Dieselize 
any of a block of fifty vessels included in the 200 ships offered 
for sale. It agreed to scrap the vessels within eighteen months 
after delivery and to sell for scrap the equipment contained 
therein, except that by negotiation it might seek to retain cer- 
tain equipment for use in its plants. It submitted a certified 
check for $175,000 as evidence of good faith. It suggested that 
the board substitute for vessels tied up in Gulf ports, and in- 
cluded in the 200 vessels other vessels tied up at Atlantic ports 
north of the James river, inclusive, so that delivery at such 
ports might be made. 

A. B. Wilson, of Bar Harbor, Me., of the Ocean Power Com- 
pany, submitted a bid of $2,440,000 for the 200 ships, but his 
bid was not accompanied by a certified check as evidence of 
good faith. 

The Waterside Salvage Corporation, of New York City, one 
of the bidders on June 30, protested against the board accepting 
any bid until it had negotiated with the company. 

An offer was made by Frank Harris Sons, Inc., of Chicago, 
to scrap the ships for the board on a contract basis, guarantee- 
ing a minimum of $1,250,000 to the board. 

The Union Shipbuilding Company, of Baltimore, offered 
$91,000 for fifty vessels in the James river. The Newport News 
Shipbuilding & Dry Dock Company submitted offers at varying 
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prices on 110 vessels. N. Block & Company, of Norfolk, big 
varying amounts on twenty-five vessels. Hickman Williams 
Company, Philadelphia, bid $94,860 for twelve vessels at that 
place. Charles A. Jording resubmitted an offer of .$40,000 for 
five vessels. The General Metal Supply Company, of San Fran. 
cisco, submitted three separate bids on various groups of vessels 
included in the lot offered for sale. A. A. Weber and Dan Rob. 
bins, of Buffalo, bid $650,000 for the 200 ships. Several other 
bids were received for only a few of the vessels. 

President Palmer of the Fleet Corporation has announced 
that the last of the five combination-cargo vessels of the “535” 
type, bought by the Dollar Steamship Line has been delivered, 
and that the line has been continued in operation by the new 
company on the same schedule of service and without interrup- 
tion of service as was provided for under operation by the 
Fleet Corporation. The vessels delivered were the President 
Cleveland, President Lincoln, President Pierce, President Taft 
and President Wilson, each of approximately 14,000 gross tons. 
The vessels are in operation between San Francisco and the 
Orient. 

The Santa Fe has bought for $45,000 the Hukey, a steel 
ocean-going coal-burner tug, from the Fleet Corporation. 

President Palmer, of the Fleet Corporation, expects an 
offer in the near future from Frank C. Munson, of the Munson 
line, for purchase of the Pan American Line operated by the 
Munson line for the government between New York and the 
east coast of South America. The matter has been discussed but 
no definite offer has been made, it is understood. Mr. Palmer 
has been advised that Mayor Rolfe, of San Francisco, who 
months ago initiated negotiations on behalf of interests desiring 
to acquire the government services between Pacific coast ports 
and the east coast of South America, and also to Australia, will 
arrive in Washington shortly. Rolfe has until July 30 to take 
advantage of an option on the services. 


PARCEL POST REGULATION 


Paul Henderson, Second Assistant Postmaster-General, has 
advised that, effective July 15, Colombia will be removed from 
the excepted list of foreign countries to which the terminal 
charge of 2 cents a pound on parcel post packages does not ap- 
ply, and that accordingly parcel post packages mailed to Colom- 
bia on and after July 15 will be subject to the payment of the 
terminal charge in addition to the postage rate of 12 cents a 
pound or fraction. 


STORY OF THORNTON’S SALARY 


A Montreal paper published a story July 13 from Ottawa 
correspondent that Sir Henry Thornton had been engaged for 
a further term of five years at a salary of $75,000 and an ex- 
pense allowance of $25,000 a year. His present salary is $50,000 
and his three-year engagement expires in October. The story 
is denied at Ottawa, members of the cabinet saying that the 
matter has not even been discussed in any way, and they char- 
acterize it as election propaganda. The salary of President 
Beatty, of the Canadian Pacific, is $50,000, and it is considered 
unlikely that the government would consider paying Sir Henry 
Thornton a higher figure. 


CANADIAN BOARD ORDERS 


The Board of Railway Commissioners has passed an order 
permitting the Canadian National Railways to file, on one day’s 
notice, a supplement to C. R. C. No. E940, to correct error in 
publishing rates on scrap iron when transferring mileage rates 
on stoves from tariff C. R. C. No. 496 to tariff C. R. C. No. E940. 

The board has passed an order directing the Canadian Pa- 
cific and Canadian National Railways to restore, effective within 
fifteen days from the date of the order, the rates in force on 
July 6, 1924 (Crow’s Nest Pass Rates). 

The board has passed an order directing railway companies 
to file such tariffs, effective within fifteen days from the date of 
the order (July 8), as may be necessary to implement provisions 
of sec. 325 of the railway act, 1919, as amended by chapter 52, 
15-16 George V, respecting rates on grain and flour. 


CANADIAN EXPRESS STATISTICS 


The Dominion Bureau of Statistics has issued a statement 
containing express statistics for 1924. The express business 
over the Canadian Pacific Railway is handled by the Dominion 
Express Company, the stock of which is owned by the C. P. R. 
The Dominion Express Company also operated on 2,797 miles 
of other steam railways, on 113.5s mile of electric railways, and 
on the Canadian Pacific ocean and lake steamboat lines. The 
express business of the Canadian National is handled by 2 
department of the railway, and the statement shows only the 
gross revenues credited to the express department. The Amer- 
ican Railway Express Company operates mainly on the Canadian 
sections of the United States railways and the statistics given 
in the statement cover only the Canadian operations. The 
British American Express Company operates over the lines of 
the Algoma Central, Hudson Bay, and Algoma Eastern Railways, 


July 1 


A 
An 
B 


lop) 


ALBI 





Sar F ONS OUR 





ALBANY, WN. Y. 





PHILADELPHIA, PA. 








July 18, 1925 THE TRAFFIC WORLD 151 








AMARILLO, TEXAS 


Amarillo Warehouse, Storage and Ice Company 


Bonded Fireproof Warehouse 


MERCHANDISE 


Foreign Freight 
Forwarders 


Established 1884 
Great Lakes Warehouse Corp. 
cornet ry P| D.C. ANDREWS & CO., Inc. 
DISTRIBUTION and WAREHOUSING 27-29 Water Street, New York, U.S.A. 
FOR THE GREAT CALUMET DISTRICT Boston Office: 
250,000 Sq. Ft. — 32-Car Siding — 40-Car Cold Storage Ready April 1, 1925 92 State Street 


(Lowest Insurance Rates in Pre-set 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Albany Terminal & Security Warehouse Co. 


James G. Perkins, Custom Broker. Mgr. 


Supplement No. 1 
to 1.C.C. Case Index 


(Except Finance and Valuation) 


Covering cases in Volumes 86 to 96 inclusive 
$1.00 per copy 





Pool Car Distribution 
Railroad Sidings—Motor Truck Delivery—Freight Bills Audited 


Mutual Transportation Co., Ine. 


Main Office: 121-123 North Front Street 
We solicit your inquiries on L. C. L.—S. C. ank P. C. Shipments 
RE DOOR DELIVERIES 
Members Philadelphia Chamber of Commerce 





Original Index covering cases in Volumes | to 
85 inclusive, $6.50 per copy 


CAPITAL TRAFFIC SERVICE BUREAU 


Transportation Building, Washington, D. C. 














Henry Coburn Storage & Warehouse Co., Indianapolis 


Orders Filled and Enroute the Day Received. No Trap Car Delays. 
We Operate Our Own Truck Equipment. 


Merchandise Storage — Quick Shipments — Distribution Cars 
“Coburn Service for Efficiency’’ 


oe STORAGE COMPANY 


GRAND RAPIDS ~ LANSING ~ BATTLE CREEK 


MERCHANDISE AND COLD STORAGE—POOL CARS—DISTRIBUTION 
EIGHT WAREHOUSES—300,000 SQUARE FEET 
Located in Michigan’s Jobbing Centers. Main Offices: GRAND RAPIDS, MICH. 





No mat ter where your plant you ar 
in & position to make Een hee from 


e St.Louis Gatewa 


TO POINTS IN THE GREAT MARKET 
OF THE WEST AND SOUTHWEST 
IF YOU USE THE ADVANTAGES OF THE 


C fargeat syatemtor Height handling feclliies tr Ammertoa~ 
Columbia Terminals Company 


ST.LOUIS 











152 


and the Central Canada Express Company operates over the 
lines of the Edmonton, Dunvegan and British Columbia, the 
Central Canada, and the Alberta and Great Waterways railways. 

A summary of the operations of all companies shows gross 
earnings for 1924 of $26,196,017, as compared with $27,625,700 
for 1923. The total number of offices was 1,784, divided among 
the following companies: American Railway, 172; British Amer- 
ican, 13; Central Canada, 24; Dominion, 1,575. The mileage 
operated was as follows: American Railways, 3,718; British 


American, 414.04; Central Canada, 788.21; Dominion, 31,786.13; 
total, 36,706.47. 


CANADIAN CAR LOADING 


Car loadings for the week ended July 4 showed a decrease 
from the previous week of 5,390, July 4 being a holiday. The 
decrease in the eastern division was 3,522 and in the western 
division 1,868 cars. Merchandise showed the largest decrease, 
1,686 cars. Compared with the corresponding week in 1924, grain 
was lighter by 1,638 cars and coal by 3,073 cars. Miscellaneous 
freight increased 1,498 cars and “other forest products” 618 cars. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 
e—For the Week Ended—, 























































July 4 June 27 July 5 
Commodities 1925 1925 1924 
Grain and Grain Products...........++. - 1,818 2,675 2,171 
BAUG GOO, cedcicdcccecee $660 COS CCCC CoCo oe 2aee 1,141 981 
DET aetitesescdertaveseuenee amore wiwted se 840 989 3,968 
ndntinaran ster ataraatane 243 115 181 
DED sccccescess eseoesccoeee ceccccccccce 2,544 2,921 2,699 
CS EES err: 1,901 1,725 
Pulp and Paper..... cer wR RTOReeen we « 1,479 1,720 1,386 
Other Forest Products.......c.cccscccce ee 1,254 1,196 984 
ee eeeeewne KAteeseeTeRRroeTees 812 1,098 1,175 
Merchandise, L. C. L........ ECU HORaemee 10,182 11,332 10,336 
PEIBOGMEMOOUS ccicccccccecccccscescccsoccce: 9,874 10,596 8,874 
WOO COSD SMOEGE co ccccccsccvscececscse S216 35,684 34,480 
Total Cars Rec’d from Connections.. 29,318 30,494 26,506 
4 
WESTERN CANADA 
Grain and Grain Products........... coos §=O846 3,927 4,631 
RE GEL scecasceccecccuces 966 1,056 767 
. aaa 604 754 549 
GENO secccee 13 17 
Lumber .... 922 1,104 800 
Pulpwood ....... i 233 233 137 
Pulp and Paper........ . ‘“ 138 157 51 
Other Forest Products... » 12,587 1,639 1,189 
MOO sudeheberwicekseeses 537 581 42 
Merchandise, L. C. L.. 3,637 4,173 3,387 
SED. Svesecevecevesecccunceceseceee “te 3,133 2,475 
Total Cars Loaded...... oeeeeesiemces ee 14,906 16,774 14,497 
Total Cars Rec’d from Connections.. 2,229 2,335 2,441 
TOTAL FOR CANADA 
Grain and Grain Products............e0. 5,164 6,602 6,802 
DEEL acveccsstatousecestoukdeneas éee 2,127 2,197 1,748 
Co CRVCCPROCDRCER ED HEEOEOKECERD eweooees - 1,444 1,743 4,517 
SEE Bae cee eedeseeeewese es ResbeGekoatewees 256 132 184 
RE ctctucnctooneuceors mamanaee geeneed - 3,466 4,024 3,579 
CS EEE ea ae 2,134 1,862 
Pulp and Paper........ Pte ceweceneceeees cng ee 1,877 1,437 
Other Forest Products.......ccccccccccce ow Sent 2,835 2,173 
i casenapnees Mkemivotseeeaeok nenewwes 1,349 1,679 1,603 
DO Dh Ue Bisacuccedecsdeeeces wes 13,819 15,505 13,723 
PEORINGOED co ccccrceccteseccsiocccccccces 38,947 13,729 11,349 
ZOCOl Care. EORGON . cccccceséicececves -- 47,068 52,458 48,977 
Total Cars Rec’d from Connections.. 31,547 32,829 28,947 
CUMULATIVE TOTALS TO DATE 
1925 1924 
Grain and Grain Products............06- 158,714 223,383 
Live Stock ..... Ceoveveceewenrs ee ens enniee “ 58,831 58,107 
te] evccceccee COVKCOSCOSEOSVECTOTS ccccccee 94,609 130,023 
CE. ccccccees Latniethunwéanddueiamawekesé 7,407 6,381 
ED ccuneen’ es uveakdneneee ns 91,178 96,890 
Pulpwood ..... adhd adelaeaieaaeebee ae sep 82,039 84,863 
i i con nbnevechndenesceueseeen . 55,494 54,656 
Other Forest Products......cc.ccccccccsces 79,581 75,083 
Ce ccsvexeceus SO ee ae 34,734 31,451 
Deere: Za Cy. Bes cc cicccsweteséiccsece 399,923 378,340 
Miscellaneous ...... ccumieee bine Mew eee tees 304,819 305,614 
TORRE Care EMOGOG s dics c cccccccseceees 1,367,329 1,444,791 
Total Cars Rec’d from Connections.. 887,194 887,334 


CANADIAN CANAL STATISTICS 


Canal statistics for June show that traffic through the 
Canadian and U. S. locks of the Sault canals decreased 136,071 
from the same month last year. Wheat was lighter by 6,665,087 
bushels and other grains declined 3,228,162 bushels. Iron ore 
increased 196,823 tons and soft coal 60,051 tons. In the Welland 
Canal there was a decrease of 65,195 tons. All grains except oats 
decreased, while pulpwood and coal showed good increases. In 
the St. Lawrence canals wheat declined 175,137 tons. Since 
the opening of navigation there has been a decrease of 405,839 
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tons. Merchandise, pulpwood, soft coal, and oats all showeg 


increases, the total of all cargoes showing a decrease of 
5,427 tons. 


RAIL ACCIDENTS IN CANADA 


There were 215 accidenis reported on Canadian railroads 
in May. No passengers were killed, but 27 were injured. There 
were 14 employes and 18 others killed. The total injured was 
233, of whom 151 were employes. Automobiles were involved 
in 15 of the crossing accidents, five being killed and 44 injured, 
All the crossings were unprotected. 


EXTENSION TO ROUYN GOLD FIELDS 


Premier Taschereau of Quebec announces that he has re. 
ceived definite assurance that the extension of the Canadian 
National to the Rouyn gold fields will be begun at once, and 
will be completed in a few months. 


CANADIAN RAIL EARNINGS 
Gross earnings of the Canadian National for the week ending 
June 30 were $5,935,462, a decrease of $296,499. Gross earnings 
for the week ended July 7 were $4,289,874, a decrease of $117,754, 


TRAIN CONTROL ORDERS 


By orders in No. 13413, in the matter of automatic train 
control devices, the Commission has extended until January 1, 
1926, the time for compliance by the Louisville & Nashville, 
Chicago, Indianapolis & Louisville, and New York, Chicago & 
St. Louis, with orders requiring installation of automatic train 
control devices. The original orders required compliance by 
July 1, 1925. In the case of the Atlantic Coast Line, the time 


for compliance was extended from July 1, 1925, to October 31, 
1925. 





Digest of New Complaints 


No. 16945, Sub. No. 1. Board of Railroad Commissioners of the State 
of rr Dakota, et al., Bismarck, N. D., vs. Ahnapee and West- 
ern et al. 

Alleges that defendants charge local and joint rates on com- 
modities between points in Minnesota, South Dakota, Wisconsin, 
Iowa, Illinois, Missouri, Kansas, Louisiana, Mississippi, North 
Carolina, South Carolina, Tennessee, Georgia, Florida, Nebraska, 
Oklahoma, Arkansas, Texas, Alabama, Michigan, Indiana, Ohio, 
Pennsylvania, West Virginia, Virginia, Kentucky, New York, 
Maryland, New Jersey, Connecticut, Massachusetts, Delaware, 
Rhode Island, Vermont, New Hampshire, Maine and the District 
of Columbia, on the one hand, and the state of North Dakota 
on the other hand, including such points in North Dakota as 
Fargo, Grand Forks, Jamestown, Valley City, Bismark, Mandan, 
Devils Lake, Minot, Williston, Dickinson, Oakes, Wahpeton and 
Drake, that are combinations over some intermediate point and 


relatively higher, mile for mile, than rates into other manu- 
facturing and jobbing centers, such as St. Paul, Minneapolis, 
Minn., Aberdeen, Watertown, Huron and Mitchell, S. D., and 


that are in violation of sections 1, 2, 3 and 13 of the act. Ask 
cease and desist order, and just and reasonable rates. 

No. 17187. The Ohio Farm Bureau Federation ét al., Columbus, Ohio, 
vs. Norfolk & Western. 

Alleges that defendant refuses to grant the privilege of stop- 
off to finish loading, or partly unload, carload shipments of dead 
freight moving via its rails, and that complainants in conduct 
of their business require that such stop-off privileges be granted. 
Asks — defendant be required to issue tariff granting privilege 
requested. 


No. 17188. United Materials Co. et al., Chicago, Ill., vs. Chicago & 
North Western. 

Rates on sand and gravel in violation of the first three sections 
of the act from Illinois and Wisconsin producing points to de- 
livery points in the outer zone of the Chicago switching district 
on line of defendant. Asks rates not in excess of those con- 
temporaneously charged from Illinois and Wisconsin producing 


points to delivery points in the inner zone of the Chicago switch- 
ing district, and reparation. 


No. 17188, Sub. No. 1. Consolidated Co., Chicago, Ill., vs. Same. 
Same complaint and prayer. 
No. 17188, Sub. No. 2. Fisk Material and Coal Co., Chicago, IIl., vs. 
Same. Same complaint and prayer. 
No. 17189. Smith Brothers, Inc., Dallas, Tex., vs. B. & O. et al. 
Unreasonable rates on dragline machinery from Dayton and 
Tippecanoe City, Ohio, to Tarke, Calif. Asks reparation. 
No. 17190. Racine Crushed Stone Co., Chicago, Ill., vs. Chicago, 
Milwaukee & St. Paul et al. 
Unreasonable rates and charges on crushed stone from Racine, 
Wis., to Chicago and other destinations in Illinois. Asks cease 
and desist order, just and reasonable rates, and reparation. 
No. 17191. Corning Glass Works, et al., Corning, N. Y., vs. Erie, et al. 
Rates on anthracite coal, in violation of the first three sections 
of the act, from points in Pennsylvania to Corning, N. Y., because 
of failure of defendants to absorb switching charges. Asks cease 
and desist order, reasonable rates and absorption of switching 
charges, and reparation. 
No. 17192. Amicon Fruit Co., Columbus, Ohio, vs. Erie, et al. 
Charges in violation of section 1 and of the aggregate-of-inter- 
mediate-rates provision of section 4, on grapes from Hammonds- 
port, N. Y., to Williamson, W. Va. Asks cease and desist order, 
just and reasonable rates, and reparation. 
No. 17193. Lindsley Brothers Co., Minneapolis, Great 
Northern et al. 
Charges in violation of the first three sections of the act, on 
poles from Minneapolis to Zwingle, Iowa, shipment having 
originated at Colville, Wash. Asks reparation. 


Minn., vs. 
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DIRECT FREIGHT SERVICE 


Via Panama Canal 
REGULAR SAILINGS 


between 


NEW ORLEANS — MOBILE 
GALVESTON— HOUSTON 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 


Through bills of eee Sen Se Se ee Laem Cae 
Zealand, Indies, for Transshipment at San 


Through bills of lading frem Pacific Coast Ports to Mexico, Cuba, Porte 
Rice, West Indies, Central America, South America, Europe. 


Rates quoted, bookings and other information furnished upon application 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 


Steele Bldg. SWAYNE & ay ahd Inc. 
Galveston, Texas 430 Sansome St., San Francisco, Cal. 











18 Moore St. 
New York City 


A WAREHOUSE STOCK within the territory served, sa 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE CO. 


228-36 WEST FOURTH STREET 


THE TRAFFIC WORLD 


Fast Freight and Passenger Service 
Scheduled sailings via Panama Canal 
From—SAN FRANCISCO AND — ANGELES 

To —HAVANA AND NEW YOR 


EASTBOUND SAILINGS 


From San Francisco From Los Angeles 
August 8 


...August 27 August 29 


September 26 
‘ie regular sailings for Mazatlan, Manzanillo, Acapulco, 
Champerico, San Jose de Guatemala, Acajutla, La Libertad, 
La Union, Corinto, Amapala, Puntarenas, San Juan del Sur and 
Balboa and Cristobal (Panama). 
Trans Shipment at Panama for South American and European Ports. 


OFFICES 
2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N.Y. 606 Central Bldg., Los Angeles, Cal. 


Traffic Managers 


Representing Firms Using Warehouse Facilities 


$25.22 FREE 


$5.00 each for the first five correct replies 


WHO ARE WE:;? 


STANHRCEM SUEOQHERAW 0C. 


MEMPHIS, TENN. 


MEMBERS AMERICAN WAREHOUSE ASSOCIATION 


We Can Serve You, 
But How ? 


No matter what part Oil plays in 
your business we can serve you. 
Whether you buy, sell, produce or re- 
fine oil, somewhere along the line The 
Houston Oil Terminal Company, with 
large storage facilities, with a complete 
refinery and cracking plant, with pipe- 
lines to all public wharves at The Port 
of Houston, can serve you economically, 
efficiently and well. Write us for infor- 
mation—let us quote you for spot or 
contract deliveries—ask us about stor- 
age and our refining service. 


ADDRESS 


Houston Oil Terminal 


Company 


Chronicle 
Building 


Houston, 
Texas 
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PANAMA MAIL S.8. CO. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 


will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 


and wide knowledge will answer questions relati 


to practical traffic 
oblems. We do not desire to take the place of traffic man but to 
Ip him in his work. 


The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Limitations—Recovery of Overcharges from Express Company 

Pennsylvania.—Question: Kindly advise me the statute of 
limitations on overcharge express shipments, also if these over- 
charges are subject to 6 per cent per annum interest similar to 
freight overcharges. 

Answer: Subdivision (c) of paragraph 3 of section i6 of 
the act provides that “for recovery of overcharge action at law 
shall be begun or complaint filed with the Commission against 
carriers subject to this act within three years from the time 
the cause of action accrues, and not after, subject to subdivision 
(d), except that if claim for the overcharge has been presented 
in writing to the carrier within the three-year period of limi- 
tation, said period shall be extended to include six months from 
the time notice in writing is given by the carrier to the claim- 
ant of disallowance of the claim, or any part or parts thereof, 
specified in the notice.” 

As paragraph 3 of section 1 of the act provides that the 
term “common carrier” as used in the act shall include express 
companies, the above limitation period is applicable to an action 
for the recovery of an overcharge from an express company. 

An order of reparation by the Commission for the amount 
of an overcharge carries with it interest at the rate of 6 per 
cent. See Gateway Produce Co., Inc., vs. American Ry. Ex- 
press Co., 61 I. C. C. 347. 


Limitations—Action by Carriers for Recovery of Charges 

Minnesota.—Question: Through misinterpretations of tariffs 
and other misunderstandings we have been presented with 
switching bills on shipments that moved during a period of Jan- 
uary to May, inclusive, 1922. 

While the principle involved has been admitted to be cor- 
rect, is there any time limit on which we can place a stopper 
of these charges? In other words, this movement has been go- 
ing on for a period of five or six years, and as all transactions 
involved at that time have been closed, we stand to lose con- 
siderable if the carriers can force us into paying these charges 
which at that time they claimed would not be chargeaable to us. 
In other words, the switching charges involved would be as- 
sumed by themselves. Within the past two years, however, it 
has been decided that these charges are properly chargeable to 
us. Can they force us into paying these after a period of two 
years and one day has elapsed since the shipments were han- 
; dled? 

Answer: Subdivision (a) of paragraph 3 of section 16 of 
the interstate commerce act provides that “all actions at law by 
carriers subject to this act for recovery of their charges; or any 
part thereof, shall be begun within three years from the time 
the cause of action accrues, and not after.” 

This limitation period is applicable to the recovery of switch- 
ing charges, as well as other transportation charges. 

Routing and Misrouting—Switching Ticket Should Be Used 
Where Initial Carrier Is to Receive Switch Movement Only 

California.—Question: <A carload of lumber was tendered to 
X. Ry. at station A, destined to station B on Z Ry. In the space 
provided for routing on bill of lading was shown “Z Ry.,” which 
is the delivering carrier, X Ry. delivering this car to Z Ry. at 
Junction C. 

The rate from A to B does not apply in connection with X 
Ry., but applies via Y Ry. to Junction C; thence Z Ry. to des- 
tination. There is an interchange track between X Ry. and Y 
Ry. at point of origin. 

On the shipments originating at station A to be switched 
to a line-haul carrier, it is the practice at that point for shipper 
to deliver the regular bill of lading to switching line, who in 
turn delivers car to line-haul carrier on a switch waybill, from 
which revenue waybill is issued. 

Therefore, as the shipper’s plant is located on the rails of 
X Ry. only, it was necessary for him to give billing instructions 
to the X Ry., and car should have been switched to Y Ry. at that 
point. 

Can you cite me to any cases where it is held that the 
specifications of only the delivering carrier in the route column 
of bill of lading does not constitute through routing instructions? 
Do you consider that X Ry. should have switched car to Y Ry. 
at point of origin in order that the through rate could be applied? 
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Answer: In Terhune Lumber Co. vs. So. Ry. Co. in Mis. 
sissippi, 42 I. C. C. 317, the Commission held that if the initia) 
carrier is to receive only a switching movement, and is to deliver 
the shipment to another carrier at point of origin, a switching 
ticket should be used. In this case the Commission said: 


On shipments originating on the line of the Southern at Co. 
lumbus, but forwarded from that point by way of the Mobile @ 
Ohio, the latter carrier absorbs the switching charges. Had the 
shipper directed that the cars be switched to the Mobile & Ohio, 
and had the shipments been delivered to that carrier for trans. 
portation from Columbus under its own bills of lading, complain- 
ant would have been entitled to the 32-cent rate. But the ship- 
ments were delivered to the Southern, and that carrier was en- 
titled, under the directions given, to its line haul. It was under 
no obligation to deliver the shipments to its competitor at point 
of origin. McLean Lumber Co. vs. L. & N. R. R. Co., 22 I. C. C. 349, 


Transfer of Shipment by Carrier—Carrier Not Liable for Ex. 
pense Where It Has No Notice of Shipper’s Loading in 
Special Manner 
Wisconsin.—Question: We shipped a car of lumber to W, 

Wis., at which point we were going to unload some of the stock, 

and then forward the car to another point. We, therefore, loaded 

the stock we intended for W, Wis., in the car last, so that 
it would be on the top and easily unloaded. However, due to 
bad order of this car, the lumber of transferred to another car 
by carriers prior to arrival at W, Wis., and when the shipment 
arrived at W, Wis., the stock we wanted to unload was mixed up 
in the car, making it impossible to take out without unloading 
the entire car at this point and, rather than do this, we had the 
car forwarded to fihal destination and then hauled back by truck 
the lumber intended for W, Wis. We put in claim to the rail- 
way for $15 to cover the cost of trucking this lumber back, which 
they refused to pay, advising that the bill of lading contained 

‘no instructions or information that part of the contents of the 

car was to be unloaded and the balance of the car forwarded 

and consequently no attempt was made by them to reload the 
lumber in the same order in which it was found on the original 
car. : 

It was through no fault of ours, of course, that the stock 
had to be transferred and feel that it was up to the carrier 
to furnish a suitable car, or, if there was not too much repairing 
to do on it, why the car was not set out and repaired with the 
lumber in it rather than reloading it into another car. We also 
feel that if any reasonable care and judgment had been used in 
unloading and reloading the lumber, that there would not have 
been very much trouble in taking out the small amount of stock 
that we wanted unloaded at W, Wis. 

Will you let us know if carrier is liable in this instance 
regardless of whether any notation was made on the bill of 
lading that part of the shipment was to be unloaded at W, Wis., 
and the balance forwarded on? 

Answer: In our opinion, you have no legal claim against 
the carrier unless the carrier was given notice or was charged 
with notice of the fact that the goods had been loaded in a 
special manner for a specific purpose, such as the partial un- 
loading in transit of the shipment. See, in this connection, L. 
B. Cohen & Co., Inc., vs. Davis, agent, 142 N. E. 75. 

Attachment of Goods Moving on Order Notify Bill of Lading 

Arkansas.—Question: Recently we shipped a carload of feed 
and flour to a customer in an adjoining state, same being con- 
signed to our order notify customer at destination. As cus- 
tomary, we indorsed bill of lading over to our bank, who pur- 
chased draft and credited same to our account, subject to im- 
mediate use of money. When the car arrived at destination 
carrier’s agent permits sheriff to open car and remove several 
hundred dollars’ worth of goods to be sold to satisfy a judgment 
held by a third party. The draft covering the full invoice value 

.of goods shipped in car had not been paid and the original 

shipper’s order bill of lading was still the property of the bank. 


Inasmuch as the bank had acquired title to the merchandise 
in the car by being in possession of the original shipper’s order 
bill of lading indorsed by the shipper, we can not see where 4 
judgment against this company would entitle holder of judgment 


to seize and dispose of goods title to which belonged to holder 
of bill of lading. 


We feel that carrier’s agent had erred in permitting car to 
be entered and we have instructed our bank to file claim to cover 
full value of goods removed. 


We will appreciate such information as you can give us 


bearing on carrier’s right to permit removal of goods as in this 
instance. 


Answer: Section 23 of the bills of lading act provides: 


That if goods are delivered to a carrier by the owner or by 
a person whose act in conveying the title to them to a purchase 
for value in good faith would bind the owner, and an order bil 
is issued for them, they cannot thereafter, while in the possession 
of the carrier, be attached by garnishment or otherwise Or 7 
levied upon under an execution unless the bill be first surrendere 
to the carrier or its negotiation enjoined. The carrier shall in 
no such case be compelled to deliver the actual possession of the 


goods until the bill is surrendered to him or impounded by the 
court. 


In Brimberg vs. Hartenfeld Bag Co. (N. Y.), 105 A. 68, it 
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was held that goods in possession of common carrier may not 
be attached under act Congress, August 29, 1916, section 23 
(U. S. Comp. St. 1916, sec. 8604-L), and act March 27, 1913 
(P. L., p. 251), sec. 24, unless the bill has been surrendered to 
carrier or negotiation has been “enjoined,” the term “enjoined” 
implying effective restraint, and the bill being the res rather 
than the goods. In this case the court said: 


This is a hearing on return of an order to show cause why, 
pending the suit, the defendant railroad should not be restrained 
from delivering possession of certain goods in its possession as 
common carrier and why defendant Gesas should not be restrained 
from demanding possession of the goods and from negotiating a 
negotiable order bill alleged to be in his hands. 

The bill sets out that defendant Hartenfeld Bag Company, a 
foreign corporation not authorized to do business in this state, 
is a debtor to complainant; that to secure his debt complainant 
caused a.writ of attachment to be issued under which the sheriff 
took possession of goods in possession of the railroad, property 
of the Hartenfeld company; that it was claimed that the Harten- 
feld company had negotiated an order bill of lading conveying 
the goods to one Michael Gesas, a resident of Illinois; that the 
bill was in the actual possession of defendant Isaac Steinhaus, an 
attorney at law, resident in New York; that said Steinhaus, as 
attorney for Gesas, had presented the bill to the railroad company 
and demanded possession of the goods; that a motion was about 
to be made to the Supreme Court to set aside the execution of 
the writ of attachment upon the ground that defendant railroad 
was a common carrier and the goods were, while in its possession, 
protected from attachment by virtue of the act of Congress Au- 
gust 29, 1916, c. 415, sec. 23, Stat. 543 (U. S. Comp. St. 1916, sec. 
86041), as well as by section 24 of chapter 156 N. J. Laws 1913 
(P. L. 1913, p. 244). Complainant alleges that Gesas is not a bona 
fide holder for value of the bill and that the goods are really 
the property of the Hartenfeld Bag Company, and prays that it 
yn ga adjudged and that the negotiation of the bill may be 
enjoined. 

The federal statute provides, inter alia, that goods in the 
possession of a carrier upon which there has been issued nego- 
tiable order bill may not be attached by garnishment or other- 
wise or be levied upon under an execution unless the bill be first 
surrendred to the carrier or its negotiation enjoined; that the 
carrier shall in no case be compelled to deliver the actual posses- 
sion of the goods until the bill is surrendered to it or impounded 
by the court; that a creditor whose debtor is the owner of an 
order bill shall be entitled to such aid from courts of appro- 
priate jurisdiction by injunction and otherwise in attaching such 
bill or in satisfying the claim by means thereof as is allowed at 
law or in equity in regard to property which cannot readily be 
attached or ievied upon by ordinary legal process. The provisions 
of the New Jersey statute are similar. The purpose of the leg- 
islation undoubtedly was to protect goods in transit and in pos- 
session of a carrier against seizure until the carrier should be 
first liberated from liability and attack by the surrender of the 
order bill. The legislature has made the bill the res rather than 
the goods. The term “enjoined,” used by the legislature, must 
imply effective restraint. 


See also Bell vs. Courten Seed Co. of Milwaukee, Wis. (C. B. 
& Q. R. Co., Garnishee) (Ia.), 196 N. W. 1006, and Meyers Lum- 


ber Co., Inc., vs. Wayne Machinery Co., 206 N. Y. C. 1, to the 
same effect. 


It seems to follow that a carrier can be held liable in con- 
version for its failure to take the appropriate action under sec- 
tion 23 of the bills of lading act. 


Routing and Misrouting—Route Specified by Shipper Embar- 
goed—Duty of Carrier 


Georgia.—Question: An originating carrier’s agent issued 
bill of lading dated 4:30 a. m. April 30, bearing: notation, “Given 
in exchange for conductor’s bill of lading dated April 30, cover- 
ing car watermelons destined Y.” The bill of lading bore rout- 
ing via carriers A and B, carrier B being terminal destination 
carrier. The car moved to the junction and was delivered to 
the connecting carrier, A, on same date received. Carrier A, 
on account of an existing embargo issued by destination carrier 
B April 28, becoming effective midnight April 29, against all 
watermelons consigned to all consignees for team track delivery 
at station Y, changed route and sent car forward via lowest and 
most reasonable open route to billed destination and car arrived 
at destination without delay and was offered for delivery on 
tracks of carrier C, as changed by carrier A. The melon market 
at billed destination being located on the tracks of the em- 
bargoed carrier B, and car being delivered on tracks of C, 
joint examination by Inspection Bureau and consignee was made 
at time of arrival May 5. Based on market prices prevailing 
on that date, consignee claims the melons would have brought 
$75 more if offered on the regular watermelon tracks located at 
station Y, on tracks of carrier B, than they would have brought 
on tracks of C. The car was not sold at original billed destina- 
tion, but was diverted by consignees to a distant city and there 
sold. The consignee filed claim and same was settled by final 
destination carrier for $75, based on movement up to original 


billed destination and inspection and market prices at that point 
on date car was offered for delivery. 


In view of the above would you consider carrier justified 
in paying claim on the above basis? If so, would you consider 
carrier issuing bill of lading with an embargoed line inserted 
in the route, or the intermediate carrier, who changed routing 
and sent car forward via the open and available route at equal 
rates to destination, liable for the amount of claim? The origi- 
nating carrier claims in a statement that car was picked up 
at 11 p. m. at a non-agency station, but no other evidence of 
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this fact on file. Will appreciate your giving us your view of 
the legal application of this charge. 


Answer:..We are of the opinion that a carrier must, when 
a shipment is delivered to it with routing instructions in the bil 
of lading, give the shipper an opportunity to elect, in the event 
that the cheaper route which would otherwise be available is 
embargoed, whether he will forward his shipment by one of the 
availabale routes, or refrain from shipping until such time as 
the embargoed route is available. See the case of North Pack. 
ing & Provision Co. vs. Director-General, 73 I. C. C. 749. The 
Commission speaks therein of the shipper’s election to use the 
higher route where the cheaper route is embargoed. See also, in 
this connection, Conference Ruling No. 83, in which the Com. 
mission said: 


A carrier accepted a carload shipment for movement to ag 
point beyond its line. After delivering the shipment to a con- 
nection at a junction point it was advised that the connecting 
line had been closed by floods. The initial carrier accepted the 
return of the car from that line and ordered it forward to destina- 
tion via another route carrying higher rates, taking this action 
without instructions from the shipper; Held, That the initial line 
was responsible to the shipper for the resulting increase in the 
transportation charges. (See rulings 146, 147 and 213a; also Wood- 
ward & Dickerson vs. L. & N. R. R. Co. 15 I. C. C. 173; Weyl- 
Zukerman & Co. vs. C. M. Ry. Co., 27 I. C. C. 495; and Morse 
Lumber Co. vs. L. & N. R. R. Co., 33 I. C. C. 572.) 


In the case of William Danzer & Co., Inc., vs. G. & S. F. R. R. 
Co., 69 I. C. C. 59, the Commission held that market damages, 
resulting from misroute were recoverable in a complaint before 
the Commission. Carrier A, in our opinion, is the line liable 
in the instant case in the event that proof of the damage can 
be made. 

Packing, Requirement for Eggs in Express Classification—Fillers 

Massachusetts.—Question: The Official Express Classifica- 
tion No. 29 states that pulpboard moulded fillers may be used 
as often as same are in proper condition in connection with the 
packing and shipping of eggs. The only concern manufacturing 
pulpboard moulded fillers has gone out of business on account 
of fire. Not only are we unable to buy or locate these fillers 
any more, but the American Railway Express ‘Company has 
notified us through one of their agents that they are unable to 
advise where the fillers may be purchased. 

The egg trade has consistently maintained that the ordinary 
straw board flats and fillers properly protect the eggs, even 
though used more than once, as long as they have not become 
broken or stained. The American Railway Express Company, 
however, insists upon new flats and fillers with each and every 
— otherwise they advise to use the pulpboard moulded 

ers. 

It can readily be seen that not only is it expensive but also 
economic loss to require the farmers and egg dealers to use 
new flats and fillers with every shipment, and although the trade 
is quite willing to use the pulpboard moulded fillers, as stated 
above, it is impossible to purchase them. Therefore, the ques- 
tion arises: By what authority does this common carrier require 
packing material to be used which it is impossible to obtain, 
as admitted by themselves? 

Advices from you would be very much appreciated. 

Answer: Inasmuch as the shipper has an alternative, in that 
he can use ordinary straw-board flats and fillers, although but 
once, it is not precluded from shipping by reason of his inability 
to secure pulpboard moulded fillers, there is, as we see it, nothing 
unlawful with respect to the ratings now carried in the Express 
Classification on eggs. 

Whether, in view of the shippers inability to secure the pulp- 
board moulded fillers, which are authorized by the Classification 
ratings for use in the shipment of eggs, some other form or kind 
of fillers other than ordinary straw board flats and _ fillers, 
should be provided for is a matter to be determined by negotia- 
tion between the shippers of eggs and the express companies or 
through the medium of a complaint to the Interstate Commerce 
Commission, in the event that direct negotiations with the 
express company fail to bring results. 

Delivery by Carrier—What Constitutes 

Pennsylvania.—Question: Some time ago we forwarded a 
carload via rail, water, and rail. Contents of car checked 
O. K. when loaded from boat to car and railroad seals were 
applied. Consignee’s first intimation of car being at destination 
was when trucking company phoned, requesting the job of trans- 
ferring the contents from public team track, where car was 
spotted, to consignee’s warehouse. As consignee’s warehouse 
was located on a spur of delivering carrier, he immediately 
phoned carrier to spot the car at their spur at the back of his 
warehouse, as our bill of lading called for, and as was customary. 
Some time that afternoon the car was properly spotted, but con- 
signee was not notified, and did not know that car was placed 
until the next morning. At that time one of the seals that had 
been applied by the carrier was broken, and part of the mer- 
chandise was stolen from the car. The carrier was immediately 
notified and examined the car but disclaimed any responsibility, 
stating that their responsibility ceased when the car was placed, 
as the conductor of the shifter who placed the car took affidavit 
that seals were intact when it was placed. 
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We will appreciate your advices as to the responsibility of 
the carrier, and would request you to cite any court decisions 
that you can locate relative. 

Answer: So far as the question of delivery by a carrier on 
private or semi-private industry track is concerned, there are 
no decisions of the Supreme Court of the United States which 
determine definitely when delivery has been made by a carrier, 
so that we must be governed by the decisions of the state courts, 
which are not at all uniform nor recent enough in view of the 
changes made in the bill of lading by which the clause relating 
to the liability of a carrier after cars are detached from the 
train was eliminated in compliance with the Commission’s find- 
ings in the bill of lading case, Docket 4844, 64 I. C. C. 357. 

The following cases relate to the liability of the carrier for 
loss of or damage to goods delivered on private industry tracks: 
No. Pac. R. Co. vs. ‘Wichita Grocery Co., 40 Pac. 899 (Kan.). 
Two cars were placed on a consignee’s siding on Saturday and 
burned before business on the following Monday; it was held 
that the cars had not been delivered and that the carrier was 
liable for the loss. Jolly vs. A. T. & S. F., 181 Pac. 1057 (Calif.). 
This case covered a car placed in front of the consignee’s ware- 
house on a siding serving the consignee and others, on Saturday 
afternoon after 5 o’clock. The contents of the car were damaged 
by fire. It was held that the car had not been delivered and 
that the carrier was liable for damage. Bianchi & Sons vs. 
M. & W. R. Co., 104 Atl. 144 (Vt.). It was held in this case that 
a car delivered on a private switch without notice to the con- 
signee and without surrender of a straight bill of lading, had 
been properly delivered and the carrier was not liable for loss 
of goods therefrom. In this case the court held that the mere 
placing of the car upon the consignee’s side track constituted 
delivery by the carrier and acceptance by the consignee, but the 
court qualified its decision by calling attention to the fact that 
the shipment consisted of monuments, which by reason of their 
nature were not likely to be stolen. 

In Arkansas Midland R. Co. vs. Premier Cotton Mills, 158 
S. W. 149 (Ark.), which covered delivery on a private side 
track, it was held that the carrier was not liable for destruction, 
as delivery had been made. In Weyl vs. Southern Pacific, 156 
Ill. Ap. 193, it was held that a complete delivery of merchandise 
by the carrier to the consignee terminating the former’s liability 
takes place if the car containing the merchandise is placed by 
the carrier upon the usual and customary place where the con- 
signee received consignment of freight in cars, and notice of 
delivery made in accordance with instructions given. 

In Kingman St. Louis Implement Co. vs. Sou. Ry. Co., 112 
S. W. 721, it was held that even though a consignee had the 
right to inspect cars of freight placed on its switch before 
accepting them, a delivery on the switch, subject to the right 
of inspection, relieves the carrier from liability as a common 
carrier unless the consignee, on inspection, rejected the freight, 
notified the carrier thereof, and in an action against the carrier 
for damage to the goods by flood, the evidence showed that the 
cars had been delivered to the plaintiff in good condition before 
the flood, so that its liability as carrier had ceased when the 
goods were damaged. 


Limitations—Actions Against Express Companies for Loss or 

Damage 

Georgia.—Question: We have had a number of unusual situ- 
ations brought to our attention by counsel of the express com- 
pany, whom, we believe, are laboring under misapprehension in 
regard to the application of the express contract. 

We submitted to them a claim that had just recently been 
declined by the claim agent of the express company, in a per- 
sonal way and were informed by them that, since suit had not 
been brought on this shipment within the time prescribed by 
Section 7 of the Uniform Shipping Receipt, the shipment having 
moved February 17th, 1923, and delivered on February 22nd, 1923, 
the claim was barred. 

It is our understanding that the express contract was made 
uniformly the same as the freight bill of lading contract which 
provides that suit does not have to be filed until two years 
and one day from date claim is definitely declined by the 
carriers. 

We would appreciate your advising us on this so that the 
express company may be straightened out in this territory as it 
will be a quite a blow to the shippers in this territory if such 
is the case as a number of claims are allowed to run two years 
and more in the course of handling by the Express Company 
and if this ruling is correct, the express company could auto- 
matically decline all claims which have not been sued on within 
this period of time. Please cite authority. 

Answer: Section 7 of the Uniform Express Receipt provides: 


Except where the loss, damage, or injury complained of is due 
to delay or damage while being loaded or unloaded, or damaged 
in transit by carelessness or negligence, as conditions precedent 
to recovery claims must be made in writing to the originating 
or delivering carriers within six months after delivery of the 
property or, in case of failure to make delivery, then within 
six months and fifteen days after date of shipment; and suits for 
loss, damage or delay shall be instituted only within two years 
and-one day after the date when notice in writing is given by 


the carrier to the claimant that the carrier has disallowed the 
claim or any part or parts thereof. 
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The above provisions are in accord with paragraph 11 gf 
Section 20 of the Interstate Commerce Commission, which 
reads in part as follows: 


Provided further, That it shall be unlawful for any such 
common carrier to provide by rule, contract, regulation, or other. 
wise a shorter period for giving notice of claims than ninety days 
for the filing of claims than four months, and for the institution 
of suits than two years, such period for institution of suits to he 
computed from the day when notice in writing is given by the 
carrier to the claimant that the carrier had disallowed the claim 
or any part or parts thereof specified in the notice: 


Under paragraph 3 of Section 1 of the Act the provisions of 
section 20 of the Act are applicable to express companies. 

Unless the claim was declined more than two years and one 
day ago, a suit thereon is not, in our opinion, barred at the 
present time. 

Conversion—Liability of Carrier to Party to Whom Shipment 

Was Wrongfully Delivered 

Alabama.—Question: Our North Birmingham, Alabama, 
plant frequently receives various kinds of raw material for the 
purpose of making cast iron pipe. Recently several cars of 
scrap iron have been delivered to us and the carriers did not 
furnish freight bills for a period of several days. Neither did we 
receive invoices or bills of lading from the shipper. 

Our plant, assuming the material had been shipped by some 
one with whom we had orders, unloaded the material and used 
it in the manufacture of pipe. Later it developed the material 
was actually consigned to another consignee in this district, but 
the railroad company delivered to us through an oversight. We 
further developed the shipper was asking $4.00 per ton higher 
than the price regularly paid by our company to other shippers. 
We contend the carriers are to blame and should stand the 
difference. 


Kindly cite us to a ruling on this or give us your opinion 
on the subject. 

Answer: It is well established by numerous authorities that 
it constitutes a conversion to receive property from one who 
has no right to part with or dispose of it, and thereafter dis- 
pose of it, whether with knowledge of the owner’s rights with 
respect to such property or in good faith without any notice 
whatever of the rights of the owner. 

In using the scrap iron you converted the same and are 
liable to the owner for the fair and reasonable value thereof. 
It is possible that recovery could be had against the carrier 
for the difference between the fair and reasonable value thereof 
and the price you could secure scrap iron for under your contract 
but we can locate no case so holding. The fact that the carrier 
made delivery to you of shipments not consigned to you should, 
however, be given consideration. 


LOSS AND DAMAGE ON PERISHABLES 


Loss and damage figures per car on shipments of perish- 
ables handled in 1924 are shown in a circular issued by the 
freight claim division of the A. R. A. The loss and damage on 
live stock was $1.52 a car, while 1,684,878 cars were handled; on 
fresh meats, $2.68 a car, and 419,653 carloads carried; on butter, 
cheese and dairy products, $3.93 a car, while 51,899 cars were 
handled; eggs, $11.57 a car, and 50,967 carloads carried; fresh 
fruits and vegetables, $12.35 a car, and 954,077 cars were handled. 


TELEPHONE CONSOLIDATIONS 


The New York Telephone Company and the Erie-Wyoming 
Telephone Company have applied to the Commission for approval 
of purchase of the capital stock of the Erie-Wyoming by the 
New York company and the merger of the former company with 
that of the latter. The property of the Erie-Wyoming company 
is a in Erie, Wyoming and Cattaraugus counties, New 
York. 

- The Mountain States Telephone & Telegraph Company and 
the Taos Telephone Company, Inc., have applied for approval of 
acqusition by the former of the property of the latter in Taos, 
N. M. f, 

The Meadville Telephone Company has been authorized to 
acquire certain properties of the Bell Telephone Company of 
Pennsylvania, in Crawford county, Pa. 


CUMBERLAND RIVER IMPROVEMENT 


A mass meeting will be held, August 5, by the Cumberland 
River Improvement Association, at Burnside, Ky., to organize 
efforts toward utilization of the river and its resources. The 
association is an organization to promote and assist waterpower, 
navigation, and flood prevention or any use to which the Cum- 
berland River may be put from its mouth to its source. Speak- 
ers at the mass meeting will include United States senators and 
representatives from Tennessee and Kentucky, government engl 
neers and officials of the National River and Harbor Congress. 
The statement sent out by the organization invites every person 
interested in waterpower, navigation and the resources along 
and adjacent to the Cumberland to attend the meeting, held 
under the auspices of the Burnside, Ky., and the Nashville, 
Tenn., chambers of commerce. 
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Dock 


Note, items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


July 20—Washington, D. C.—Commissioner Meyer and Director Ma- 
haffie: 

* Finance No. 4671—In- the matter of the joint application of the 
New York, Chicago & St. Louis R. R. Co., the Chesapeake & 
Ohio Ry. Co., the Hocking Valley Ry. Co., Erie R. R. Co., Pere 
Marquette Ry. Co., and the New York, Chicago & St. Louis Ry. 
Co. for authority for the last named company to acquire con- 
trol of the systems of the other companies named under Para- 
graph (2), Section 5 of the Interstate Commerce Act, and sep- 
arate application of the New York, Chicago & St. Louis Ry. Co. 
for authority to issue capital stock urider Section 20a of the 

. Interstate Commerce Act. . 

*"Finance No. 4643—In the matter of the application of the New 
York, Chicago & St. Louis Ry. Co. for a certificate that the 
present and future public convenience and necessity require the 
construction and operation in Interstate commerce of a new line 
of railroad from Valley Crossing to Gregg, Ohio. (Further hearing.) 

July 20—Washington, D. C.—Examiner Haley: | 

Finance No. 3758—Excess income of the Hannibal Connecting R. R. 


Co. 
Finance No. 4898—In the matter of the joint application of the York 
July 20—Washington, D. C.—Examiner Davis: 
Telephone & Telegraph Company and the Bell Telephone Com- 
pany of Pennsylvania for certificate as a proposed sale of certain 
telephone properties by the Bell Company to the York Company 
will be of advantage to the persons to whom service is to be 
rendered, and in the public interest. 
July 20—Atlantic City, N. J.—Examiner Hillyer: 
14250—Diamond Crystal Salt Co., et al. vs. A. & R. R. R. et al. 
16695—International Salt Company, Inc., et al., vs. Adirondack & St. 
Lawrence R. R. et al. 
* 1. & S. No. 2440—Salt from New York points to Eastern New Eng- 
land and Canadian points. 
July 20—Plainview, Tex.—Examiner C. E. Boles: 
Finance No. 4769—Application of Ft. W. & D. 8S. P. Ry. Co. for 
authority to construct a line of railroad. 
Finance No. 4747—Application of the Pecos & Northern Texas Ry. 
Co. for authority to construct an extension of its railroad. 
Finance No. 4756—Application of Pecos & Northern Texas Ry. Co. 
for authority to construct an extension of its railroad. 
July 20—New Orleans, La.—Examiner Cassidy: : 
1. and S. No. 2412—Rice between points in Southern territory. 
1. and S. No. 2430—Rice between points in Southern territory. 
16598 (and ~— No. 1)—Gulf Naval Stores Supply Co., Inc., vs. 
L. & N. R 


16961—Guif Naval Stores Company, Inc., vs. L. & N. R. R. 
July 20—Atlantic City, N. J.—Examiner Hillyer: . 
* 1) & S. No. 2440 (1st Supplemental order)—Salt from New York 
points to Eastern New England and Canadian points. 
July 20—Washington, D. C.—Examiner Marchand: 
Val. Dkt. No. 167—In re tentative valuation of the property of the 
East Jersey R. R. & Term. Co. 
July 20—Washington, D. C.—Examiner Brinkley: 
Val. Dkt. No. 84—In re tentative valuation of the property of the 
Peoria Railway Terminal Company. 
July 20—Washington, D. C.—Examiner Boyden: 
Val. Dkt. No. 420—In re tentatvie valuation of the property of the 
Cumberland & Manchester R. R. 
July 20—New York, N. Y.—Examiner McGrath: 
16569—United Paperboard Company, Inc., vs. C. & E. R. R. et al. 
16798—B. D. Rising Paper Company vs. N. Y. N. H. & H. R. R. et al. 
July 20—Los Angeles, Cal.—Examiner Carter: 
16882—North Ontario Packing Company et al. vs. 0.-W. R. R. & 
Nav. Co. et al. 
July 20—Spokane, Wash.—Examiner Jewell: 
4 10796—McClintock Trunkey Company vs. McCormick S. S. Co. et al. 
July 20—Washington, D. C.—Examiner Faris: 
: Val. Dkt. No. 83—In re tentative valuation of the property of To- 
ledo, St. Louis & Western R. R. (further hearing). 


July 20—Argument at Washington, D. C 


15347—National Council of Furniture Associations vs. Ann Arbor 
R. et 


R. al. 
16355—The Hartford Times of Hartford, Conn., et al. vs. Maine 
Central R. R. et al. 


July 21—New York, N. Y.—Examiner McGrath: 
I. S. No. 2454—Import Clay and class rates from Montreal, Que., 
and Portland, Me., to New York points. 
aoe Angeles, Cal.—Examiner Carter: 
4 


18 (and Sub. Nos. 1 to 6, incl.)—California Dressed Beef Com- 
pany et al. vs. K. C. M. & O. R. R. et al. 


16542 (and Sub. Nos. 1 to 6, incl.)—California Dressed Beef Com- 
pany et al. vs. Santa Fe et al. 
July 2i—New Orleans, La.—Examiner Hillyer: 
17026—Manget Brothers Company vs. Boston & Maine R. R. et al. 
July 21—Spokane, Wash.—Examiner Jewell: 
16873—White Pine Sash Company vs. Ann Arbor R. R. et al. 
— 21—Argument at Washington, D. C.: 
15929—Iowa Gate Company vs. B. & O. R. R. et al. 
16038—A. W. Taylor vs. N. Y. C. & St. L. R. R. 
ar Ontario Paper Company, Ltd., et al. vs. Can. Nat. Rys. 
e ‘ 
bi 22—Washington, D. C.—Examiner R. M. Brown: 
inance No, 4917—In the matter of the application of the Chesapeake 
& Ohio Ry. Co. for authority to acquire control of the Sandy 
Valley & Elkhorn Ry. Co. by lease and by purchase of stock. 
Juiy 22—Washington, D. C.—Examiner Hoy: 


12922—-In re accounts, financial operation and practices of Western 
Pacific Ry. Co., the Denver & Rio Grande R. R. Co., the Western 
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Pacific R. R. Co., and the Denver & Rio Grande Wester 


nR 
Co. (Further hearing). »R 
July 22—Omaha, Neb.—Examiner Knowlton: 
14953—A. B. A. Oil Company et al. vs. Santa Fe et al. (further 
hearing). 
bas “a amen Tire & Rubber Company et al. vs. B. & O. R, R, 
et al. 


July 22—New York, N. Y.—Examiner McGrath: 
16787—United Zinc Smelting Corporation vs. B. & O. R. R. et a) 
16808—Union Smelting & Refining Co. et al. vs. P. R. R. et aj 
July 22—Argument at Washington, D. C.: 


bere ges Reserve Bank of New York vs. Amer. Ry. Express 
‘o et al. 


16203—Sunny Brook Distillery Company vs. Santa Fe et al. 
July 23—Washington, D. C.—Examiner Worthington: 
* 12497 (and Sub. No. 1)—United States of America vs. Director Gen- 
eral, as Agent, B. & O. R. R. et al. (further hearing). 
July 23—Argument at Washington, D. C.: 
* 1. & S. No. 2386—Increased rates on tobacco stored at Newport 
News or Morrison, Va. 
July 23—New York, N. Y.—Examiner McGrath: 
16922—Seaboard Live Stock Traffic Bureau et al. vs. A. C. & yY, 
Ry. et al. 
July 23—Omaha, Neb.—Examiner Knowlton: 
17001—Manhattan Oil Company vs. Santa Fe et al. 
July 23—Spokane, Wash.—Examiner Jewell: 
I. and S. No. 2411—Forest products from Sand Point, Kootenai and 
Culver, Idaho to California and Nevada. 
July 24—Jacksonville, Fla.—Examiner Cassidy: 


17007—Hulsey-Bessent Company vs. Denver & Rio Grande Western 
R. R. et al. 


ee Brick & Tile Company et al. vs. A. B. & A, Ry. 

et al. 

July 25—Washington, D. C.—Examiner Hunter: 

I. and S. No. 2448—Tanning extract from Norfolk and Newport 
News, Va., to western points. 

July 27—Atlanta, Ga.—Examiner Cassidy: 

+ soo Inman & Stribling vs. Louisville & Nashville 

~« me Ot al. 

July 27—Washington, D. C.—Examiner Quimby: 

Val. No. 485—In re tentative valuation of the property of the Chi- 
cago & Illinois Midland Ry. Co. 

July 27—Salt Lake City, Utah.—Commissioner Hall: 

Finance No. 4713—In the matter of the application of the Salt Lake 
& Denver Railroad Co. for a certificate of public convenience and 
necessity to construct a line of railroad in Utah and Colo. 

* Finance No. 4768—In re application D. & R. G. W. for certificate of 
public convenience and necessity to construct and operate a line 
of railroad in Utah. 

vuly 27—Washington, D. C.—Examiner Hunter: 

1. and S. No. 2443—Demurrage on coal and coke at points on the 
Tennessee Railroad. 

July 27—Argument at Washington, D. C.: 

13850, Sub. No. 1—Ft. Smith, Subiaco & Rock Island R. R. Co. vs. 
Alabama & Vicksburg Ry. et al. 

July 27—Washington, D. C.—Examiner Gibson: 


Val. Dkt. No. 461—In re tentative valuation of the property of the 
Pittsburgh, Chartiers & Youghiogheny Ry. Co. 

Val. Dkt. No. 462—In re tentative valuation of the property of the 
Toledo, Peoria & Western Ry. Co. 

July 27—Atlanta, Ga.—Examiner Cassidy: 

16900—Atlantic Cotton Association et al. vs. Akron, Canton & 

Youngstown Ry. et al. 
Fourth Section Appl. No. 12574, filed by J. H. Glenn, and por- 


tions of Nos. 542, 972, 1024, 708, 1530, 3918, 2025, 2045, 1952, 2138, 
458, 601, 1573, 1548, 1021 and 2043 et al. 


16527—Augusta, Cotton Exchange et al.. vs. Georgia & Florida Ry. 
et al. (Further hearing.) 


16572—Weatherford, Crump & Co. vs. Aberdeen & Rockfish R. R. 


et al. 
16572—(Sub. No. 1)—Weatherford, Crump & Co. vs. Aberdeen & 
Rockfish R. R. et al 


16572—(Sub. No. 2)—New Orleans Joint Traffic Bureau vs. Aberdeen 
& Rockfish R. R. et al. 
July 27—New York, N. Y.—Examiner McGrath: 
16866—Southern Mirror Co. vs. Southern Ry. et al. 
July 27—Sioux Falls, S. D.—Examiner Knowlton: 
16834—John Morrell & Company, Sioux Falls, S. D., vs. Union Pa- 
cific R. R. et al. 
July 27—Portland, Ore.—Examiner Jewell: 
16848—Cattle & Horse Raisers’ Association of Oregon et al. vs. Gil- 
more & Pittsburg R. R. Co., Ltd., et al. 
ba ane Willamette Paper Company vs. Southern Pacific Co. 
et al. 
July 28—Washington, D. C.—Examiner Davis: 
Finance No. 4813—In the matter of the application of the K. C. M. 
& O. Ry. Co. for a certificate of public convenience and necessity 


to acquire the properties of the Kansas City, Mexico & Orient 
R. R. Co. in Kansas and Oklahoma. 


Finance No. 4814—In the matter of the application of the K. C. M. 
& O. Ry. Co. for authority to acquire control of the Kansas City, 
Mexico & Orient Ry. Co. of Texas by purchase of stock. 


July 28—Washington, D. C.—Examiner Hunter: 


{. and S. No. 2447—Iron and Steel Articles in Official Classification 
Territory. 


July 28—Portland, Ore.—Examiner Jewell: 


16753—Portland Traffic and Transportation Assn. et al. vs. Northern 
Pacific Ry. et al. 


I. and S. No. 2435—Forest products from North Pacific Coast to 
Michigan City and Gary, Ind. 
July 29—Washington, D. C.—Examiner Haley: 


Finance No. 3680—Excess income of the Cisco & Northeastern Rail- 
way Company. 
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“« || The Real Worth of “The Electric Railway” 
» Is Now Firmly Established 
“in Transportation by Electricity has been a reality 
* for years, but not until the present, when time 
7 means so much, has the public learned to use 
te and appreciate a service that is only possible 
we by the Electric Railways. 
5,000 MILES 

——. pen 
P ELECTRIC RAILWAY SERVICE 
Gil- — i 
. INDIANA — OHIO — MICHIGAN 


Central Electric Traffic Association 


L. E. EARLYWINE, Chairman INDIANAPOLIS, INDIANA 
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July 30—Washington, D. C.—Examiner Davis: 


* Finance No. 4945—In the matter of the joint application of the 
Southern Bell Telephone & Telegraph Co. and the Fort Lauder- 
dale Telephone Company for a certificate that the proposed acqui- 
sition of certain telephone properties in Florida will be of ad- 


vantage to the persons to whom service is to be rendered and 
in the public interest. 


July 30—Philadelphia, Pa.—Examiner McGrath: 
16789—F. W. Tunnell & Company vs. P. 


R. R. 
16962—Harry D. Levan, trading as Lebanon Fertilizer Works, vs. 
P. R. R. et al. 


July 30—Atlanta, Ga.—Examiner Cassidy: 
16557—R. S. Armstrong & Brother vs. L. & N. R. R. et al. 
16805-—Cairo Syrup Company et al. vs. A. C. L: R. R. et al. 
July 30—Washington, D. C.—Examiner Hunter: 


* 1, & S. No. 2456—Definition of tank cars in the Consolidated Classi- 
fication. 


July 31—Atlanta, Ga.—Examiner Cassidy: 
16719—Southern Agricultural Chemical Corp. vs. A. & V. Ry, et al. 


July 31—San Francisco, Cal.—Examiner Carter: 
15735—Moore Shipbuilding Company vs. C. I. & W. R. R. et al. 


August 1—San Francisco, Cal.—Examiner Carter: 
16686—J. H. Baxter & Company vs. Southern Pacific Co. 


August 3—Salt Lake City, Utah—Examiner Jewell: 


* |, & S. No. 2458—Restrictions, routing on westbound transcontinental 
traffic via Salt Lake and Utah Railroad. 


Agust 3—Watertown, S. D.—Examiner Knowlton: 


_— Dakota Independent Oil Jobbers’ Assn. vs. Santa Fe 
et al. 


August 3—San Francisco, Cal.—Examiner Carter: 
16920—F. S. Murphy Lumber Co. vs. Western Pacific R. R. et al. 
August 4—San Francisco, Calif.—Examiner Carter: 


ee Lithographing Company vs. Southern Pacific Co. 
e.Gn « 


August 5—Minneapolis, Minn.—Examiner Knowlton: 
16982—Minnesota-Dakota Transit Millers vs. Ann Arbor R, R. et al. 


August 5—San Francisco, Cal.—Examiner Carter: 
16670 (and Sub. Nos. 1 to 9, incl.)—Arata & Peters, Inc., vs. North- 
ern Pacific Ry. et al. 
16733—Geo. L. Burtt Company vs. Southern Pacific et al. 
16790—Geo. L. Burtt Company vs. Southern Pacific et al. 
August 6—San Francisco, Calif——Examiner Carter: 
6591—In re application of the Southern Pacific Company and the 
Central Pacific Railway, under the provisions of section 5 of the 
Act to Regulate Commerce as amended by the Panama Canal 
Act, in connection with the operation of a boat line on the 
Sacramento River and connecting waters. (Further hearing.) 


August 6—Salt Lake City, Utah.—Examiner Jewell: 


16710—W. I. Frank Produce Company et al. vs. Director General, 
B.A. &@&. Ll. BR. BR. ot al. 


August 10—Denver, Colo.—Examiner Jewell: 


—— Portland Cement Company vs. C. R. I. & G. Ry. 
et al. 


August 10—San Francisco, Calif.—Examiner Carter: 

1. & S. No. 2455—Fruits and vegetables between Pacific Coast States. 
August 13—Portland, Ore.—Examiner Carter: 

1. & S. No. 2455—Fruits and vegetables between Pacific Coast States. 


August 17—Washington, D. C.—Commissioner Lewis: 


Finance No. 3672—Excess Income of the Chicago & Illinois Midland 
Railway Company. 


September 1, 1925—Washington, D. C.—Examiner Law: 


Finance No. 3927—Excess income of the Shreveport, Houston & 
Gulf Railroad Company. 


September 2—Montgomery, Ala. 


16295—Fertilizers and fertilizer materials between Southern points. 
16335—Rates on fertilizers and fertilizer materials within the State 
of South Carolina. 


16336—Rates on fertilizers and fertilizer materials within the State 
of Alabama. 


16484—Rates on fertilizers and fertilizer materials within the State 
of Georgia. (Further hearing.) 


September 2—Washington, D. C.—Examiner Gibson: 
Val. Dkt. No. 382—In re tentative valuation of the property of the 
West Jersey & Seashore R. R. Co. 


Sept. 4—St. Louis, Mo.—Examiner Money: 
15279—St. Louis Live Stock Exchange vs. Wabash Ry. 


September 8—Washington, D. C.—Examiner Law: 


Finance No. 3756—Excess income of the Guif & Sabine River Rail- 
road Company. 


Sept. 8—Estes Park, Colo.—Commissioner Hall and Examiner Money: 
6845 (and Sub. Nos. 1 and 2)—Iola Cement Mills Traffic Association 
et al. vs. A. & V. Ry. et al. 

Portions of Fourth Section Application Nos. 462 et al., filed by 
Agent Leland, in re cement from Chanute, Humboldt, Fredonia, 
Mildred, Iola and Independence, Kans., and Dewey, Okla., to Ark., 
La., Miss. and Memphis, Tenn. 

16988—Oklahoma Portland Cement Co. vs. A. & V. Ry., et al. 


September 8—Washington, D. C.—Examiner Van Meter: 


Finance No. 3926—Excess income of the Louisiana & Pacific Rail- 
way Company. 


September 8—Washington, D. C.—Examiner Marchand: 
Val. Dkt. No. 199—In re tentative valuation of the property of the 
Greenwich & Johnsonville Ry. Co. 


Val. Dkt. No. 296—In re tentative valuation of the properties of the 
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Cooperstown & Charlotte Valley R. R. Co. and the Cooperstown & 
Susquehanna Valley R. R. 


Val. Dkt. No. 328—In re tentative valuations of the properties 
Delaware & Hudson Company et al. 


Val, Dkt. No. 331—In re tentative valuation of the 
Wilkes-Barre Connecting Railroad Co. 


Sept. 11—Washington, D. C.—Examiner Law: 


Finance No. 3811—Excess income of the Louisiana & Northwest 
Railroad Company. 


of the 
Property of 


September 14—Washington, D. C.—Examiner Turner: 
Finance No. 3929—Excess income of the Sioux City Terminal Raj. 
way Company. 
Sept. 15—Washington, D. C.—Examiner Law: 
Finance No. 3829—Excess income of the Midland Valley Railroag 
Company. ; 
September 21—Washington, D. C.—Examiner Sweet: 
14104—Interchangeable Mileage Ticket Investigation. 
September 21—Argument at Washington, D. C.: 


* 14583—Birmingham Traffic Bureau vs. Director General, A. G. § 
R. R. et al. j 


Portions Fourth Section Applications Nos. 2057 and 2061, fileg 
by J. F. Tucker, agent. 


* 16505—Alabama Mining Institute vs. Illinois Central R. R. et al, 


September 21—Washington, D. C.—Examiner Kelley: 


Val. Dkt. No. 390—In re tentative valuation of the property of the 
Nesquehoning Valley Railroad Company. 


Val. Dkt. No. 391—In re tentative valuation of the property of the 
Bay Shore Connecting Railroad Company. 


Val. Dkt. No. 392—In re tentative valuation of the Allentown Ter- 
minal Railroad Company. 


Val. Dkt. No. 401—In re tentative valuation of the properties of the 
Central Railroad Company of New Jersey et al. 


Val. Dkt. No. 417—In re tentative valuation of the property of the 
New York & Long Branch R. R. Co. as of June 30, 1918. 
September 22—Argument at Washington, D. C.: 


* 12780—Western Pine Manufacturers Assn. et al. vs. Director General, 
as agent, Ann Arbor R. R. Co. et al. 


* 16206—Ohio Body & Blower Co. vs. The A. C. & Y. Ry. et al. 


Nae Eriksen and F. H. Lundblade et al. vs. Ann Arbor R, R, 
et al. 


September 23—Argument at Washington, D. C.: 
* 16089—Coca Cola Co. vs. A. T. & S. F. Ry. et al. 


* 16161 and (Sub. Nos. 1 and 2)—Lone Star Gas Company vs. A, T, 
& S. F. Ry. et al. 


* 15941—Traffic Bureau of Knoxville et al, vs. A. C. L.R. R. et al 


September 24—Argument at Washington, D. C.: 


* 15395—Live Poultry & Dairy Shippers Traffic Association vs. Abilene 
& Southern Ry. et al. 


September 25-26—Argument at Washington, D. C.: 


* 15750 (and Sub. No. 1)—Prairie Pipe Line Co. vs. Ark. Western Ry. 
Co. et al. 


15716—Cosden Oil & Gas Co. vs. Santa Fe et al. 

15688—Prairie Fipe Line Co. vs. Santa Fe et al. 

15496—The Carter Oil Co. vs. Santa Fe et al. 

15400—Bradford Rig & Reel Co. et al. vs. Santa Fe et al. 
15592—Phillips Petroleum Co. vs. Santa Fe et al. 

15781—Fred M. Lege, Jr. vs. Chicago, Rock Island & Gulf Ry. et al. 


~—, Carter Oil Co. vs. Chicago, Rock Island & Pacific R¢%. 
et al. 


September 28—Argument at Washington, D. C.: 


* 15225—Board of Railroad Commissioners of the State of Iowa vs. 
C. R. R. of N. J. et al. 


* 1. & S. No. 2317—Coal from Niagara Frontier to points in W. T. L. 
Territory. 


Sept. 28—Washington, D. C.—Examiner Law: 


7 3702, Excess income of the Detroit & Toledo Shore Line 
. BR. Co. 


+ * 


* & & & 


September 29—Argument at Washington, D. C:: 


* 16022—Arkansas Jobbers & Manufacturers Assn. vs. A. T. & S. F. 
Ry. et al. 


* 15363—M. W. Warren Coke Co. vs. Santa F'e et al. 


September 30—Argument at Washington, D. C.: 
* 16112—Ogden Grain Exchange vs. Abilene & Southern Ry. et al. 


October 1—Argument at Washington, D. C.: 


Finance No. 4353—Application of the Boston & Maine Railroad for 
certificate permitting abandonment of portions of its so-called 
Lowell & Lawrence and Salem & Lowell Branches, and a con- 
necting track between said portions. 


Finance No. 4477—Application of Boston & Maine Railroad for 
certificate permitting abandonment of its so-called Newburyport 


Branch. 
Finance No. 4590—Application of Boston & Maine Railroad for 


certificate permitting the abandonment of its so-called South 
Reading Branch. 


‘Finance No. 4591—Application of Boston & Maine Railroad for 
certificate permitting the abandonment of a portion of its so- 


called Lawrence Branch. 
October 2—Argument at Washington, D. C.: 


Finance No. 4475—Application Boston & Maine Railroad to abandon 
its North Weare & Manchester and Milford branches in Hillsboro 
and Merrimack Counties, N. H. 

Finance No. 4476—Application Boston & Maine Railroad to abandon 
operation of the New Boston Railroad in Hillsboro County, N. H 
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YOUR VACATION AT HAND 


AND NO DECISION 


HAVE YOU PROCRASTINATED? 


THE ANSWER IS EASY 


Spend Your Vacation at Resorts in the 


MOUNTAINS OF VIRGINIA AND W. VIRGINIA 
ot OR THE SEASHORE 


Reached from all points by excellent through Pullman service. 


GOLFING :-: FISHING :-: BATHING :-: RIDING 


Write to any of the undersigned for literature. 


0. N. SPAIN 


JNO. D. POTTS 
Passenger Traffic Manager 
Richmond, Va. 


T. H. GURNEY 
General Passenger Agent 
Richmond, Va. 


Eastern Passenger Agent 
Washington, D. C., and 299 
Broadway, New York City 


F. E. LANDMEIER 
Western Passenger Agent 
St. Louis, Mo. 


GEO. COOMBS 
Asst. General Pass. Agent 
Cincinnati, O. 


R. E. PARSONS 
District Passenger Agent 
Louisville, Ky. 
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Finance No. 4549—Application Boston & as Railroad to abandon October 24—Argument at Washington, D. C.: 

its Bethlehem Branch in Grafton County, N. H. * 1. & S. No. 1885 and 1938—Brick and clay products from, to, ang 
Finance No. 4550—Application Boston & Maine Railroad to abandon between points in Southern Territory (1 and 2). 

its Belmont Branch in Belknap County, N. H. ’ Supplemental Fourth-Section Order No. 8895—Brick and clay prog. 
Finance No. a ia ge Boston & Maine to abandon operation ucts from, to, and between points in Southern Territory. 


October 26—Argument at Washington, D. C.: 
* 13852—Swift & Co. vs. Georgia Northern Ry. “ al. 
* 15407—Alabama-Georgia Syrup Co. vs. A. C. L. R. R. et al. 


October 27—Argument at Washington, D. C.: 
* 15082—Capital Grain & Feed Co. et al, vs. llinois Central . R. et al, 
* 16509—Armour Fertilizer Works vs. Cc. R. R. of N. J. et al. 


October 28—Argument at Weshingten. a a. 
* 15722—American Graphite Co. vs. & H. ‘Co. et al. 
* 15786—Taunton-New Bedford dence Co. vs. N. Y.N. H. & HR 


of Petersborough R. R. in Hillsboro Co., N. H. 
Finance No. 4552—Application Boston & Maine Railroad to abandon 
its Keene Branch in Hillsboro and Cheshire Counties, N. H. 


October 5—Washington, D. C.—Examiner Haley: 
Finance No. 3845—Excess income of the Montour Railroad Company. 


October 7—Argument at Washington, D. C.: 


* — so Corporation Commission vs. Arizona Eastern R. R. 
o. eta 


October 8—Argument at Washington, =. 2 ; ‘i ‘= or 
ee a a ee S 6 iis in ee he, ee we Oe Se ED 


* 14663—The Columbia Steel Co. vs. B. & O. R. R. et al. 
October 9—Argument at Washington, D. C.: 


* 11455—Manufacturers Association of York, Pa. vs. Penn. R. R. et al. Ofieait—Marcellus & Otisco Co. vs. Ni. » a's R. 
Sataber 12—Argument at Washington, D. C.: 


* 15498—General Refractories Co. vs. E. J. & E. Ry. 
atte  emeeed & Carbon Co. vs. Chicago & North Western * 15850—Colgate & Co. vs. Penn. R. R. et al. 
Ry. Co. et a 


* 15994—Colgate & Co. vs. N. Y. C. R. R. et al. 
* 14883 (and Sub. Nos. 1 to 3, incl.)—West Virginia Pulp & Paper October 30-31—Argument at Washington, D. C.: 
Co. vs. Baltimore & Ohio R. R. Co., et al. | » D. C.: a F ; 
* |, & S. No. 2130—Pulpwood from Washington, D. C., to Tyrone-Lock * 15511—Board of Trade of the City of Chicago vs. Santa Fe et al. 
Haven, Pa., group points. January 4, egg aa eg D. ge ge os Loge & shes 
October 12—Washington, D. C.—Examiner Law: Finance No. 3802—Excess income of e Lehig udsen River 


F 7 i. No. 3903—Excess income of the Roscoe, Snyder & Pacific Railway Company. See 
y 


CHANGES IN DOCKET 


Hearing in No. 16698 (and Sub-No. 1), Standard Lumber 
Co. vs. A. C. L. R. R. et al., assigned for July 15 at Birmingham, 
Ala., before Examiner Cassidy, was canceled and reassigned for 
July 17 at Birmingham, Ala., before Examiner Cassidy. 


October 19—Argument at Washington, D. C.: 
* 9200—Railway Mail Pay. 


October 20—Argument at Washington, D. C.: 


* 13228 (and Sub. No. 1)—Mississippi Valley Iron Co. vs. Chicago & 
North Western Ry. et al. 


October 21-23—Argument at Washington, D. C.: 


Val. Dkt. No. 327—In re tentative valuations of the properties of 
the Great Northern Railway Co. and Montana Eastern Railway Co. 

Val. Dkt. No. 52—In re tentative valuation of the property of Farm- 
ers Grain & Shipping Company. 

Val. Dkt. No. 53—In re supplemental tentative valuation of the prop- 
erty of Brandon, Devils Lake & Southern Railway Co. 

Val Dkt. No. 82—In re tentative valuation of the property of Mon- 
tana Western Railway Co. 

Val. Dkt. No. 201—In re tentative valuation of the property of Min- 
neapolis Western Railway Co. 

Val. Dkt. No. 213—In re tentative valuation of the property of 
Duluth Terminal Railway Co. 


Hearing in I. and S. No. 2452, grain and grain products 
from Des Moines, Ia., to Arkansas, Oklahoma and Texas, as- 
signed for July 17, at Kansas City, Mo., before Examiner A. §. 
Knowlton, was canceled. 


Hearing in Finance No. 4723, in the matter of the joint 
application of the Grand Rapids & Indiana Ry. Co. and the 
Pennsylvania R. R. Co., lessee, for authority to ‘abandon the 
Jennings Branch and that part of the Missaukee Branch between 





Veneer Junction and Michelson, Mich., now assigned July 14 
at Lansing, Mich., before Michigan Public Utilities Commission, 


Val. Dkt. No. 218—In re tentative valuation of the property of the : 
. is postponed to a date to be hereafter fixed. 


Duluth and Superior Bridge Company. 


“TRAFFIC SERVICE” 


Interstate Commerce Cases Advisory Service on ICC Procedure 


Rate Compilations and the Law of Carriers 
Traffic Statistics Rate Quotations 


ICC Reports Furnished Tariff Interpretations 


Loss and Damage Claims 
Overcharge Claims 
Freight Bills Audited 
Routings 


INTERSTATE TRAFFIC COMPANY 


TRAFFIC MANAGERS 


319-320 TRANSPORTATION BUILDING 


J. M. SMITH, Manager Washington, D. C. 


Phone Main 6810 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


AMERICAN FREIGHT BUREAU 


160 Nassau Street New York, N. Y. 
Established 16 Years 


BISHOP & BAHLER 


TRAFFIC MANAGERS 
All Traffic and T tion Matters 
Interstate Commerce and Commission Cases 
E,. W. HOLLINGSWORTH 
Commerce Attorney 


CHARLES E. BELL 


TRAFFIC ANALYST 
TRAFFIC ANALYSES 
RATE SURVEYS 
RATE COMPARISONS 
RAILWAY STATISTICS 
EXHIBITS PREPARED 


Oakland 
630-632 Transportation Bldg. Washington, D.C. | Bank of Italy Bldg. 


CAMPHUIS & COMPANY, Inc. 


Customs Brokers Forwarding Agents 


Write us for a copy of our revised 
“SHIPPING INSTRUCTIONS” 
to Mexico via the Texas Border Ports 


LAREDO, TEXAS 


San Francisco 
127 Montgomery Street 


YOUR ANNOUNCEMENT 
in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 


INDUSTRIAL SHIPPERS SERVICE, INC. 
TRAFFIC SPECIALISTS 


Suaeie Traffic Service. ts. Classi- 
Claims. Auditing and Routing. 

Car Tracing Service That MOVES FREIGHT 

Fifth Floor, Lincoln Bldg., Detroit | Box 172, 
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Are You 


Considering a 


Chicago Branch? 


POISE 


If so, it will pay you to remember that, 


1. Hodge, Nicolson and Porter, Inc., 
possess files which contain a com- 
plete record of every available tract 
of industrial property in the Chicago 
District. 


2. Hodge, Nicolson and Porter, Iné¢., 
possess complete data on all improved 
industrial properties in this territory, 
now on the market for lease or sale. 


3. Hodge, Nicolson and Porter, Inc., 
are prepared to finance and build for 
you on a long term lease or partial 
payment plan. 


BRIELLE 


HATEVER your business, if you 

are considering a Chicago branch, 
we can be of the greatest assistance to 
you in the selection of a site which will 
serve you advantageously. 


POLES 


Hodge, Nicolson 
& Porter, Inc. 


Industrial Real Estate 


1782 Illinois Merchants Bank Bldg. 
Chicago, Illinois 
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SHIP BY E 
TRACTION _E 





Trey 


You say thats my freig 





“Why, man, I have a wire saying it was shipped 
from the factory only yesterday evening, and 
you say it’s here this morning?” 


“Yes sir. That’s very often done. Traction freight 
is the fastest freight in the world, and the most 
dependable.” 


THIS SERVICE IS FURNISHED BY 


5000 MILES 


OF CONNECTING RAILWAY LINES 
IN THE 


CENTRAL ELECTRIC FREIGHT TERRITORY 


Central Electric Traffic Association 


L. E. EARLYWINE, Chairman INDIANAPOLIS, INDIANA 
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“ DELAWARE & HUDSON 


Offers a Highly Developed Service 
for the Dependable Movement of Freight Between 


The New England States and the South and West—Eastern Canada and 
all points South. Close affiliation with the lines listed below makes this an 
ideal route for the rapid movement of shipments throughout this section. 
Canadian Pacific Railway 
Canadian National Railways 
Quebec, Montreal & Southern 
Boston & Maine 
Boston & Albany 


} via Rouses Point, N. Y. 


via Mechanicville, N. Y. 
via Albany, N. Y. 


fv Wilkes-Barre, Pa. 


via Binghamton, N. Y 
via Owego, N. Y. 


DELAWARE & HUDSON SUPER-POWER ENGINES 


These powerful locomotives are equipped with the Bethlehem Auxillary Locomotive 
which adds approximately 25 per cent to the hauling power. 


Our nearest representative will, if given opportunity, render you 
HELPFUL SERVICE 


All our Traffic Agencies are furnished information daily relative to junction passings. The Agency nearest 
you will keep you advised of the progress of your urgent carload shipments if requested to do so. 


DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 
ALBANY, N. Y.—Telephone Main 3380 ONEONTA, N. Y.—Telephone 1500 
J. E. Colket, Milk Agent, A. W. Ackley, Division Freight Agent, 
D & H Building 191 Main Street 
C. F. Beck, General Eastern Freight Agent, a PA.—Telephone Rittenhouse 1271 


D & H Building hase, General Southern Freight Agent, 
ATLANTA, GA.—Telephone Walnut 5464 1109-10 Finance Building, ” 


Monte Pickens, Jr., Commercial Agent, 1420-26 South Penn Square 


913 Healey Building PITTSBURGH, — 
ste i MASS.—Telephone Main 1323 8. Y. Baldwin =the me: 
F. Wheeler, New England Freight Agent, “ppene Bessemer Building 
“éaoeiae Ler = of Commerce ss H. A. DIETZ, General Traveling Coal Agent, 
ae yg Y¥.—Telephone Seneca 853 513-514 Bessemer Building 
H. W ®t Hans, yo —_. _ PLATTSBURG, N. Y.—Telephone 698 
licott Square ng E. H. Dow, Division Freight Agent, 
CHICAGO, ILL.—‘elephene on ag cay 10 01 Bridge Street 
- “$08-090 Tan a ste bellies SCRANTON, PA.—Telephone Bell 4751, Con. 557 
608 South Dearborn Street 


MONTREAL, QUE.—Telephone Main 0638 
James Fitzsimons, General Canadian Freight Agent, 
238 St. James Street 
NEW YORK, N. Y.—Telephone Whitehall 5648 and 5649 
Max V. Beckstedt, General Agent, 
1446-48 Woolworth Building, 
233 Broadway 


J. Coyle, Division Freight Agent, 
D & H Passenger Station 
ST. LOUIS, MO.—Telephone Olive 1651 
J. . Stewart, General Agent, 
1021-1022 Pierce — 
TROY, N. Y¥.—Telephone 7 


F. J. Forster, Division Wreight Agent, 
Union Station 


W. G. Story, General Freight Agent, Albany, N. 


Rolfe, Assistant General Traffic Ma 


Manager, , N. Y. 


Cc. E. 
F. W. Nyland, Coal Freight Agent, Albany, N. Y. ae 
L. F. Perry, Assistant to General Traffic Manager, Albany, N. Y. 


w. J. MULLIN, 
at General Traffic Manager 


J. T. LOREE, 


Vice-President and General Mgr. 99 
ALBANY, N. Y. 


SHORTEST—QUICKEST—BEST PASSENGER ROUTE 
ROUTE OF BETWEEN NEW YORK AND MONTREAL ROUTE OF 


THE MONTREAL LIMITED 


THE MONTREAL LIMITED 
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“PORTLAND 


“MENOMINEE 
SAINT 
PAUL 


Between 


All Points in the East and South 
and | 


Northwest, Western Canada 
North Pacific Coast 


CHICAGO - St PAUL 
MINNEAPOLIS zo 
the PACIFIC COAST 


S” Viz BANFF» LAKE LOUISE® FIELD» GLACIER» VAN- 
COUVER: VICTORIA (crs.s LINE) ac’ SEATTLE (C.P'S.S. LINE) 


To avoid delay, shipments fog. 4 Canedien destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN ‘TRIPLI- 
_ Gate This document must be delivered railroad agent xe a, ny with the shipment a: 
accompany same to Canadian port of entry.) 


AGENCIES Pivehuaa, 1 Pa. a8 cone Bldg. 
Boston, Mass., 40 60 Contra Kansas City, Mo., 738 Rellway Ex. Bidg. 55 
Buffalo, N. Y., 410 ‘r ae ole Bids. Los Angeles, Cal., 605 So. S St. a oan oo. 2050 Haas ay Exch. Bid 
Chicago, IIL, fons Seandacd g- Memphis, Tenn., Porter Bi Se Paul, Minn. 1112 Sephaate Nat'l Bank Bldg. 
940 Rookery Bldg. Milwa ukee, .» 68 Wiscon: ranci: .. 675 Market St. 
Saigpews S3 Wis. ” 913 Maj estic = Bite ich. 
Cincinnati, O.. 709 Traction Bldg. Minneapolis, Minn., Soo Line Bldg. Sth St. 2nd A 
Idg. and coe en pokane, Wash., 1006 Old Nat'l Bank Bldg. 
ress _—s Neenah, Wi Superior. Wis. 
0 West Supe New Vor N. Y., Woolworth Bidg. Tacoma, Wash., 1113 Pacific Ave. 
ids, "Mich 414 tamie Bide. aha, Neb., 1035 W. O. W. Bldg. Waukesha, W: 
= Ind., 522 Merch. Bank Bl Philadelphia, Pa., Cross B Side, Locust St. atiSth, Winnipeg, ae. 603-604 Lombard Bldg. 


Our Freight mee Terminals at DULUTH are Joint With Dultth, Missabe and Northern Ry. 


ROUTE YOUR FREIGHT---CARE SOO LINE 














#* 


—— ee Oe UCU 













0. 4 July 25, 1925 






Detroit 

East St. Louis 
Elmira © 
Erie 

Fort Erie 
Fort Wayne 
Fostoria 
Grand Rapids 
Indianapolis 
Ithaca 
Jackson 
Kansas City 
Los Angeles 
Louisville 
Memphis 
Milwaukee 
Minneapolis 
Muncie 
Nashville 
Omaha 
Oswego 
Peoria 
Pittsburgh 
Port Huron 
Portland 
Rochester 
Saginaw 
Saint Louis 
Saint Paul 
San Francisco 
Seattle 
Scranton 
South Bend 
Syracuse 
Toledo 
Toronto 
Utica 




























BOSTON, 













TO 
*Binghamton Second Morning % 
Buffalo ” ” 
Cedar Rapids Sixth ” 
Chicago Fourth ” 
Cincinnati ” ” 
Cleveland Third ” 
Columbus: Fourth ” 
Cortland Second ” 
Council Bluffs Seventh » 
Decatur Fourth ” 
Denver Ninth ” 
Des Moines Sixth ” 


Third ” 
Fourth ” 
Second ” 
Third ” 
Second » 
Fourth ” 
Third ” 
Fourth ” 


” ” 


Second Affernoon 


Fourth Morning 
Sixth ” 
fourteenth 


Fourth » 
Sixth ” 
Fifth ” 
Seventh n 
Fourth ” 
Fifth ” 


Seventh 


Second Afternoon 
Fourth Morning 


Third ” 

” ” 
Fourteenth » 
Second ” 
Fourth ” 

” ” 
Seventh 
Fifteenth 
Fourteenth » 
Second ” 
Fourth ” 
Second ” 


Fourth ” 
Third ” 
Second ” 


%*-First Morning from New York Piers and. loboken City j 


80 Federal Street 
BROOKLYN, 

32 Court Street 
BUFFALO, 

Lackawanna Terminal 
CHICAGO, 

111 West Jackson Blvd. 
CINCINNATI, 

4th National Bank Bldg. 


CLEVELAND, 
308 Park Building 
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LACKAWANNA RAILROAD 


Through Merchandise Service from all Greater New York and 
New Jersey Stations to Principal Distributing Centers Enumerated Below 


Loaded into Through Cars and Dispatched from New York Transfer Without Delay 


FROM 
Ampere 


Jp Athenia 





















NEW YORK 
TRANSFER, 


The foregoing diagram has proved of ines- 
timable value to the Trade, showing as it does 
what the Lackawanna Railroad is doing in the 
way of assembling shipments into through 
cars for the destinations named. 


Advantages: Quick service, advance infor- 
mation to agents concerning location of ship- 


LACKAWANN 


DETROIT, 


1st National Bank Bldg. 


EASTON, PA. 


402 Northampten Street 


INDIANAPOLIS, 


410 Guaranty Building 


KANSAS CITY, 


Railway Exchange Bldg. 


MILWAUKEE, 


1316 Majestic Building 


MINNEAPOLI 


Ss, 
Metropolitan Life Bldg. 


\» 2 
EL 


ae wv ell 
SV) 


Not Necessary to Designate Any Special Station, 
Pier or Train. 


Simply Route “LACKAWANNA” 





Bloomfield 

Boonton 

Delawanna 

Harrison 

Hoboken City 

Hoboken Shore Railroad 
Jersey City 

Lyndhurst 

Newark 
Orange 
Passaic 
Paterson 

Watsessing 

And other New Jersey points 


35th St. 
arlem Transfer 


Long Island City 


Brooklyn __ 
Eastern Dist. 


Terminal 
—@Wallabout 














O 
ey 
or 





25th St. 
Bush D 





2 


ments, facilitation 
‘over of investment. 


If any other locality is interested in move- 
ment of 10,000 lIbs., or more, of merchandise 
per day from New York, Metropolitan District, 
the Lackawanna will consider inauguration of 
through merchandise car therefor. 


A AGENCIES 


NEWARK, 

786 Bread Street 
NEW HAVEN, 

39 Church Street 
NEW YORK CITY, 

302 Broadway 
PHILADELPHIA, 

1302 Finance Building 
PITTSBURGH, 

428 Park Building 
ST. LOUIS, 

112 North 4th Street 
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Corresponding Service 
given to shipments loaded 
to the platforms of connect- 
ing roads destined to points 
beyond those named herein. 


Similar service is effec- 
tive via Lackawanna from 
Philadelphia and _ other 
Reading Railroad points, 
also from points on the 
Central Railroad of New 
Jersey, via Scranton, Pa. 
Transfer; also from Boston 
via Boston & Maine-Dela- 
ware & Hudson and Bing- 
hamton, and via New York, 
New Haven & Hartford and 
Port Morris, N. J. 


Daily passing reports in 
the possession of all Lacka- 
wanna Agents enable imme- 
diate and complete infor- 
mation to customers. 


of tracing; prompt turn- 


ST. PAUL, 

605 Pioneer Building 
SAN FRANCISCO, 

823 Monadnock Bldg. 
SCRANTON, 

Lackawanna Station 
SEATTLE, 7 

1312 L. C. Smith Bldg. 
SYRACUSE, 

Lackawanna Statien 
TOLEDO, 

438 Nicholas Building 
TORONTO, 

1602 Royal Bank Bidg. 
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Where they reach 


iara 
Sin 


Where to reach them 


San Diego 


Where the Spring comes in the Summer, 
The Summer comes in the Fall, 

The Fall comes in the Wintertime 
And the Winters don’t come at all. 


AN DIEGO is the birthplace of California and 

one of the fastest-growing large cities of the 

United States. Situated on one of the world’s 
ten great natural harbors, land-locked and safe at 
all seasons. Area 22 square miles. Logically located 
for Oriental and Latin-American trade. The first port 
of call on the Pacific Coast north of the Panama 
Canal. 


Area of corporate limits, 78 square miles. Popula- 
tion in June, 1925, 140,500. Population of metropolitan 
area surrounding the harbor approximately 160,000. 
Since 1900 the city has consistently doubled in popula- 
tion each decade. Number of automobile licenses in 
1924, 42,000, or almost one motor car to every three 
persons. 


Mean annual temperature, 61 degrees. Differences 
between monthly means of temperature in January 
and July, 11 degrees. Warmest month, August (72 
degrees). Coldest month, January (50 degrees). 
Annual average sunshiny days, 356. Finest water 
supply in America. 


Seven bathing beaches (including famous Coronado, 
and wonderful Mission Beach—premier all-year- 
round playground of the Southwest) are easily acces- 
sible to residence and business districts. Balboa Park 
(1,400 acres) seven minutes from business district, is 


the third largest city park in the nation and by many 
considered the most beautiful of all. 


Pacific terminal of three trans-continental motor 
high-ways, and hotel accommodations for over 50,000 
people. The principal points of scenic interest are Mis- 
sion Cliff Gardens, quaint Old Town (founded by the 
Franciscan Fathers) where stands Ramona’s Marriage 
Place, famous in history and romance. Point Loma 
(one of the three greatest views of the world), La 
Jolla Natural Caves, Sunset Cliffs and, just across 
the border, Tia Juana, Mexico! A municipal stadium 
seating 30,000 and a Zoological Garden that ranks 
with the best in the country. 


Over 325 industrial plants manufacturing $40,000,- 
000 worth of goods annually. Government payroll of 
$2,000,000 a month. A local market growing at the 
rate of 10 per cent a year. Five thousand retail 
stores. As a place to live and work in, San Diego is 
unsurpassed ! 


Industrial lands for factory sites (controlled by 
the San Diego Chamber of Commerce) on tidewater 
and served by two of the greatest trans-continental 
railroad systems—the Santa Fe and Southern Pacific 
—insuring adequate and efficient rail and water trans- 
portation facilities are available at prices appreciably 
lower than elsewhere. Ideal climatic conditions assure 
high efficiency for labor in every field. 


For specific information 


Address ‘‘General Agent, Southern Pacific Lines’’ ® 


—The Postman Knows Him. 


Vol, XXXVI, No. 4 


SOUTHERN PACIFIC LINES 














